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York Central engineers av- 
erage 20 years’ experience, 
each must pass frequent 
tests for physical fitness 
and knowledge of train 
operating rules. 






NO MORE SHOVELING. 
This automatic stoker 
feeds the fire at a twist of 
the fireman’s wrist. 












600 MILES ON A 
TENDERFUL. 

The “Mohawk” of today 
pulls a passenger train 
600 miles on one tender 
of coal. It gets 4% more 
power per ton than en- 
gines of World War I. 


New York Central 


One of America’s Railroads All United for Victory 
























AUTOMATIC TRAIN CONTROL. 
Electric control on right of 
tender would automatically 
stop the train if a caution or 
red signal were passed ...one 
of many modern safety devices 
on every “Mohawk.” 










LET YOUR DOLLARS FIGHT INFANTILE PARALYSIS 
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facilitated handling of your shipments .. . if 
you're eager for relief from the anxieties of get- 
ting your loads to destination when and as you'd 
like . .. call in a Decatur Traffic Expediter. Tell 
him your problems. Get his advice. He’s a 
trained expert. Skilled in transportation. Knows 
all the angles. Has the facts and figures at his 
fingertips. Schooled in the methods that have 
made DECATUR famous, he'll bring you details 
about better shipping ideas .. . about correct, 
adequate and properly handled equipment... 
about greater safety and certainty in getting 
your shipments moving fast . . . about the tre- 
mendous job DECATUR is doing for Uncle Sam 
. -. and can do for you. See a D. T. E. and get 
action. No obligation in a talk. 
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E is so small and helpless. So depend- 
ent on you for his life and well-being. 
And yet you look at him and say — 

“Someday he may be President.”’ 

Put it down as foolish sentiment. Put 
it down as parental pride. But where else 
in the world could you envision for your 
child the possibility of his attaining, one 
day, the highest office in the land? 

Maybe your child won’t make it. But 
one child, very much like him, will. One 
child out of the three million babies born 
this year—or the next—or the year after. 

Whether or not he attains this high 
position is not so important. What mat- 
ters is that here, in America, he is born 


A President is Born 


with that opportunity. He is born in the 
stubborn tradition of free men — men 
who felt that in government, the wisdom 
of the many is preferable to the ambition 
of the few. He is born in a tradition of 
self-reliance— where he may succeed or 
fail according to his own efforts. 


Because of that, you will train him to 
think for himself, to fight his own battles, 
to make his own way. 


You will teach him that responsibility 
is inseparable from freedom. And that if 
he joins with other men in an enterprise 
he should demand the same responsibil- 
ity and freedom for his business that 
marks his birthright as an individual. 


Someday he may hear, as you have 
heard, voices that say, “Surrender your 
opportunity for the certainty that you 
shall always have bread’’—as if man lived 
by bread alone. As if the country were 
better served by limiting all to mediocrity, 
instead of assuring to all, under law, an 
equal chance to rise by their own efforts, 
conscious of their obligations to others. 


What that son of yours learns at your 
knee will decide whether or not he will 
ever have to bend his knee before dicta- 
tion and tyranny. And because of what 
you teach him, he too may one day look 
with that same foolish pride on his own son 
to say, ‘‘Someday he may be President—”” 
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Flowers tor Eastman 


Joseph B. Eastman will February 17 complete 
© twenty-five years of service as a member of the 


Interstate Commerce Commission. On that date he will 


be honored at a dinner of the Washington chapter of 
the Association of Interstate Commerce Practitioners, 
and the convention of the Associated Traffic Clubs of 
America, in Cleveland February 24, will be dedicated 
to him as Director of the Office of Defense Transpor- 
tation. It would seem appropriate for us, before he dies 
and while we also still live, to add our bit to the tributes 
that are being paid to him. 

We have known him and dealt with him during 
his entire encumbency on the Commission, including 
the time when he also served as Coordinator of Trans- 
portation and his present service as Director of the 
Office of Defense Transportation. There have been 
occasions, of course, when we did not agree with him 
and his policies, but in all that time he has had our 
admiration for his integrity, his ability, his appetite for 
hard work, and his frankness. It is not too much to say 
that we have never known a public servant—and that 
is what Mr. Eastman regards himself as being—more 
entitled to the respect in which he is universally held. 
When a man is before the public as he has been for a 


quarter of a century, he has to be made of good metal 
to withstand the test. And he has withstood it. 

Perhaps the best illustration of his big-mindedness 
and his unwillingness to take advantage of situations to 
“put over” theories of his own lies in the fact that, 
though he has been avowedly a believer in government 
operation of railroads and other utilities, one who 
did not know his history would not be aware of that 
fact, because, though there have been times when he 
might well have tried to put his theories into practice— 
even to have joined a more or less well defined Wash- 
ington movement for them—he has refrained because, 
as a practical man, he has not thought the time ripe 
for them. Maybe he has even abandoned those ideas. 
We don’t know. We hope he has, but, if he hasn’t, we 
have no fear that he will try to sneak them over in 
the dark. 

It is a strange thing that about the only fault we 
can find with Mr. Eastman as an administrator of 
public affairs is due to what is another outstanding 
thing in his character—his amiability—not, one might 
say, a thing to be criticized, but, rather, to be com- 
mended. And so it is, especially from the point of view 
of those who gather news and who always find him 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 


A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of zeneral rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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gracious, considerate, and helpful. But there is another 
angle. We greatly suspect that, in some cases where 
we think we have been right—as, for instance, in our 
insistence that passenger travel be rationed—his un- 
willingness to “go along” is not so much because of his 
actual disapproval of the idea as because of that same 
amiability, which leads him to refrain from “ordering” 
and to continue to hope for “cooperation” that is not 
forthcoming. Perhaps, considering him just as a man, 
the amiability is more to be desired than a reputation 
for being “hard boiled.” As a man, anyhow, we find 
him well nigh perfect, and as a public servant lacking 
only a touch now and then of a hard-boiledness that 
might not consist with his kindness and trust in human 
nature. 

At any rate, here’s to you, Mr. Eastman! May you 
live long and prosper, and may the country be for- 
tunate enough to have many like you in public office. 


Passing of **Tom”’ Harkrader 


In the death this week of T. T. Harkrader, traffic 
© director of the American Tobacco Company, the 
industrial traffic profession loses a wheel horse and a 
good friend and advocate. Mr. Harkrader was not, as 
has sometimes been stated, the originator of the idea 
that resulted in the Associated Traffic Clubs of America. 
That honor belongs to the editor of the Traffic World, 
who, in this column and in several addresses before 
traffic clubs, aggressively championed the formation of 
such an association. The first of these addresses was 
made before the Traffic Club of New York in December, 
1921. Mr. Harkrader was then president of that club 
and, through his public affairs committee, of which 
W. J. L. Banham, traffic manager of the Otis Elevator 
Company, was chairman, he undertook the work of 
organization. Mr. Banham was the first president of 
the association, but Mr. Harkrader afterwards served 
as president for three years and was always active and 
influential in its councils. It was largely through his 
efforts that the New York club renewed its membership 
in the organization and has retained it ever since, after 
having withdrawn because of dissatisfaction with the 
action of the association in some so-called “controver- 
sial” questions. 


Not the least of the sad things in the new tax bill 
passed by Congress is the fact that it does not provide 
for tax relief sought by railroads and other business by 
establishing deferred maintenance accounts so that 
funds would be available after the war for work that 
cannot be done now because materials are not avail- 
able. For the railroads, this means that the money they 
would now willingly spend for rehabilitation and main- 
tenance purposes, if they could get the materials, must 
be, for the most part, turned over to the government 
in taxes, thus leaving them, after the war, without the 
means with which to put their properties in condition 
and unable, for that reason, to contribute to an em- 
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ployment program. We are not weakening in our criti- 
cism of the New Deal, but some of it should be allo. 
cated to a foolish Congress. 


A. W. A. Meeting Program 


Wilson V. Little, general secretary, American Warehouse- 
men’s Association, has issued the completed program for the 
association’s sixty-third annual meeting and second wartime 
conference, to be held at the Edgewater Beach Hotel, Chicago, 
February 16, 17 and 18. The opening general session, which 
will include the annual address of R. M. Hagen, Los Angeles, Cal., 
general president, talks by P. W. Frentzel, president of the 
merchandise division, and F. A. O’Hara, president of the refrig- 
erated warehouse division, and a report from the association’s 
councillor on the activities of the United States Chamber of 
Commerce, will be held the morning of February 16. 


The general session of the wartime conference will be held 
the afternoon of that day, with Director Eastman of the Office 
of Defense Transportation leading off with an address on “War- 
time storage and Transportation.” Brig. Gen. Carl A. Hardigg, 
office of the quartermaster general, U. S. Army, will speak on 
“Warehousing of Army Foods in 1944’; W. C. Crow, chief, 
transportation and warehousing branch, office of distribution, 
War Food Administration, on “Warehousing and the War Food 
Problem”; William H. Spencer, regional director, War Man- 
power Commission, Chicago, on ‘Meeting Today’s Manpower 
Problems,” and Phil S. Hanna, former editor of the Chicago 
Journal of Commerce, on ‘‘Reconversion or Reconvulsion.” 


Division meetings will be held on the following two days. 
At the merchandise warehousing meeting, the morning of Feb- 
ruary 17, S. G. Spear, associate director, division of storage, 
O. D. T., will speak on “Government Wartime Storage Prob- 
lems’; Major H. R. Pellegrino, chief, storage control section, 
office of the quartermaster general, U. S. Army, on “War De- 
partment Use of Public Merchandise Warehouses”; W. C. Crow, 
chief, transportation and warehousing branch, office of distribu- 
tion, War Food. Administration, on “The Outlook for Public 
Merchandise Warehousing of Food and Food Products,” and 
C. D. Williams, chief, service and recording division, Defense 
Supplies Corporation, on “The D. S. C. in Its Relation to the 
Public Merchandise Warehousing Industry.” 


At the afternoon session, Col. George A. Irvin, regional 
field officer, Selective Service, Chicago, will speak on ‘Selective 
Service Procedures”; E. B. McNatt, regional wage stabilization 
director, National War Labor Board, Chicago, on “Recent De- 
velopments in Wage and Salary Controls,” and Spurgeon 


Avakian, Office of Price Administration, on ‘Wartime Price 
Control.” 


The division’s emergency advisory committee will conduct 
the program the morning of February 18. It will be devoted 
to the association’s war program. That program will be out- 
lined by President Frenzel; Charles E. Nichols will report on 
the activities of the association’s Washington office, and R. M. 
King, Syracuse, N. Y., treasurer, on the division’s war emer- 


gency fund. There will be motion pictures of Army materials . 


handling with Col. A. B. Drake, director, storage division, Army 
service forces, furnishing the comment. E. Jay Hogan, chief, 
storage branch, stockpiling and transportation division, War 
Production Board, will speak on “The Storage Problem from 
Here on Out,” and W. T. Justice, Philadelphia, chairman of the 
emergency advisory committee, will present the committee’s 
recommendations for an industry plan for post-war reconver- 
sion. 

In the afternoon, there will be committee reports and dis- 
cussions. H. F. Pratt, Chicago, will report for the cost account- 
ing and rating procedure committee; Jay Weil, New Orleans, 
La., for the bonded warehouses committee; J. Leo Cooke, Jersey 
City, N. J., for the committee on foreign-trade zones; E. V. 
Sullivan, Philadelphia, Pa., for the committee on ocean and 
gulf ports; A. L. Fisher, Milwaukee, for the committee on 
river and lake ports; W. A. Morse, Minneapolis, for the general 
traffic committee, and there will be a report on law and legis- 
lation. 


The business session will follow, at which resolutions will 
be considered and acted on and officers elected. 


There will be a luncheon at noon, February 17, at which 
Arthur H. Motley, publisher, American Magazine, will speak 
on “It’s Up to You,” and the association’s annual dinner, with 
Harold C. McLain, president, Railways Ice Company, Chicago, 
speaking on “The Blind Who Will Not See,” will be held that 
evening. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Cc. & N. W. Motor Rights 


Saying that, subject to appropriate key-point restrictions, 
the proposed service was required regardless of whether each 
shipment had a prior or subsequent movement by rail, the Com- 
mission, division 5, by a report and order in MC 42614, Sub. 
11, Chicago & North Western Railway Co. (Charles M. Thom- 
son, Trustee) Extension—Iowa, has granted the North Western 
authority to serve points in Iowa, by motor service auxiliary to 
and supplemental of its rail service, over 12 prescribed routes. 

In addition to the conditions that the service be auxiliary 
to, or supplemental of, the company’s rail service, and that 
applicant should not serve any point not a station on its rail 
line, the Commission added Des Moines and Eagle Grove to the 
points between which, or through or to or from more than one 
of which, it might not transport shipments under the authority 
granted in MC 42614, Sub. 6, over routes paralleling the Clin- 
ton-Sioux City main rail line. As a further restriction, the 
Commission provided that no shipments should be transported, 
or any service rendered, wholly by motor vehicle between 
points on authorized routes west of Eagle Grove, and Auburn, 
Ia., on the one hand, and, on the other, points east of such 
stations on three of the described routes, or points east of 
Tama, Ia., on routes authorized in MC 42614, Sub. 6. 

The report said that the truck-for-rail service proposed 
was a portion of the applicant’s plan of coordination, and that 
unless it could be accomplished the full benefits in increased 
economy and efficiency the public interest demanded could not 
be obtained. 

The protestants, according to the report, had contended 
that the service was not in fact intended to supplement the 
existing rail service; that the applicant sought authority to 
render strictly motor vehicle service through break-bulk or 
key points and without prior or subsequent rail movements; 
that such service would be competitive with protestants; that 
every motor carrier operation, whether conducted by a railroad 
or not, increased present motor carrier competition. Protestants 
had also contended, the report said, that the equipment the 
applicant would use was owned and controlled by an inde- 
pendent motor carrier, and that denial by the Iowa State Com- 
merce Commission of authority to applicant to render intra- 
state service over the routes proposed was controlling on the 
question of public convenience and necessity. They had re- 
quested, it said, that the Commission should require a prior or 
subsequent movement of the freight by rail and also forbid 
operation between or through break-bulk or key points. 

Referring to the protestants’ contention that the proposed 
service could be accomplished through the use of existing motor 
carrier services, the Commission said, among other things, that 
coordinated service between carriers by rail and independent 
carriers by motor vehicle could only be accomplished through 
the medium of through routes and joint rates, and that it had 
no power to require their establishment. It also pointed out 
that the protesting carriers named did not individually, or col- 


lectively, serve 41 per cent of the points proposed to be served 
by the applicant. 


SLEEPING CAR CANCELLATIONS 


Failure to cancel, or to make a reasonable attempt to 
cancel, Pullman sleeping.car reservations before train depar- 
ture afforded a reasonable ground for forfeiture, said the Com- 
mission, division 3, in a report and order in No. 28983, James 
Fleet vs. The Pullman Co., involving a request that the de- 
fendant be required to state whether or not the space covered 
by two tickets purchased by complainant had been sold to 
others for any portion of the trip and, if so, that defendant be 
required to make a refund for such portion of the trip. Com- 
plainant had also asked that the tariff provisions applicable 
to refunds be amended to require the defendant, when denying 
a refund, to state whether or not the accommodations reserved 
remained unsold to the destinations shown on the ticket and, 
if it had been sold for any portion of the trip, a refund be 
made for such portion. 

The Commission found that for the period of the present 
war and a reasonable adjustment period thereafter the rules 
assailed were not unreasonable or in violation of sections 2 to 
€ of the interstate commerce act, and dismissed the complaint. 


In the instant case, it said, the space reserved had not 
been resold or occupied during any part of the journey and 
that complainant admitted he was not entitled to any refund, 
but did contend that the rules were unreasonable to the extent 
that they failed to provide for refund of any amount obtained 
from a resale of the space reserved for any part of the journey. 
Adjustment of claims of this character required an examina- 
tion of diagrams on each car and further investigation as to 
the exchange of space, said the report, and that such investiga- 
tions were expensive and time-consuming. Elimination of un- 
used space in Pullman cars would release cars badly needed 
elsewhere it said, after a discussion of the enormous increase 
in the demand for Pullman space, and said it believed that, 
under present conditions, the rules operated in the public in- 
terest. 


HAYES FREIGHT LINES LOAN 


By a report and order in MC F-2425, Hayes Freight Lines, 
Inc.—Issuance of Securities, the Commission, division 4, has 
dismissed the application of Hayes Freight Lines, Inc., of Mat- 
toon, Ill., on a finding that the execution and delivery of a 
chattel mortgage, without notes or other evidence of indebted- 
ness, was not within the provisions of section 214 of the inter- 
state commerce act. 

At the time of filing an application for authority to exe- 
cute a chattel mortgage to assure the payment of a loan of 
$252,000 for the purpose of obtaining working capital, to be 
made by Walter E. Heller & Co., of Chicago, Hayes filed a 
motion for dismissal of the application (see Traffic World, 
Jan. 29, p. 269). 


NEW HAVEN REORGANIZATION 


The Commission, by a report and order in Finance No. 
10992, New York, New Haven & Hartford Railroad Co. Reor- 
ganization, has approved maxima of $2,077.14 and $2,247.04 
for expenditures by the preferred and common stockholders’ 
committees, respectively, for the period from November 1, 
1943, to January 31, 1944. These amounts were substantially 
those asked by the two committees. 


GANNON FORWARDER APPLICATION 


By a report, permit and order in FF-143, Hugh F. Gannon, 
Inc., Freight Forwarder Application, the Commission, division 
4, has found Hugh F. Gannon, Inc., of Holyoke, Mass., to be a 
freight forwarder subject to part IV of the interstate com- 
merce act, and has authorized it to forward paper and paper 
articles from all points in Maine, New Hampshire, Vermont, 
Massachusetts, Rhode Island, and Connecticut, to all destina- 
tions in Arizona, Arkansas, California, Colorado, Delaware, 
Idaho, Illinois, Indiana, Iowa, Kansas, Kentucky, Louisiana, 
Maryland, Michigan, Minnesota, Missouri, Montana, Nebraska, 
Nevada, New Jersey, New York, Ohio, Oklahoma, Oregon, 
Pennsylvania, Tennessee, Texas, Utah, Virginia, Washington, 
West Virginia, Wisconsin, and the District of Columbia. 

The permit and order were made effective March 30. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Scrap Iron and Steel 


No. 28927, National Forge & Ordnance Co. vs. Pennsyl- 
vania Railroad Co. By division 2. Rates on scrap iron and 
steel in carloads, from Bradford, Pa., to Irvineton, Pa., found 
unreasonable. Reasonable rates prescribed and reparation 
awarded. The report said a rate of $2.50 for a ton of 2,240 
pounds had been charged prior to March 30, 1942, and a rate 
of $2.65 thereafter, and that complainant sought a rate of 
$2.08. It said that 70 per cent of the iron and steel rate of 
12.5 cents for 100 pounds for the distance between the points 
considered, plus the increase authorized March 8, 1938, resulted 
in a rate of $2.16 a ton, computed in accordance with the 
method set forth in Platnick Bros., Inc., vs. Baltimore & O. R. 
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Co., 238 I. C. C. 218, and that the 70 per cent basis was rea- 
sonable for application on the traffic considered. Reparation 
to that basis was warranted, the report said. 


Demurrage 


No. 28779, Mid-Continent Petroleum Corporation vs. Louisi- 
ana & Arkansas Railway Co. By division 2. Dismissed. Deten- 
tion of 17 tank cars of petroleum products at New Orleans, La., 
found not to have been caused by the neutrality act of 1939. 
Findings in prior report, 255 I. C. C. 220, that the demurrage 
charges collected on such cars were not unreasonable, affirmed. 
The report said it seemed clear that the existing conditions at 
a barreling plant, and not the neutrality act, were the proxi- 
mate cause of the detention of the cars. Complainant, it said, 
had not sent the involved cars to the barreling plant for bar- 
reling and packing for exportation because the plant storage 
tanks were filled to capacity. It said the complainant had stated 
that these products in the plant had not been promptly bar- 
reled or packed to avoid the ‘accumulation of storage charges 
of public warehouses, docks or wharfage of the packaged prod- 
ucts while awaiting steamers on which to export.” This failure, 
said the report, could not be imputed to the neutrality act. As 
to complainant’s contention that it owned the cars and that the 
defendant was put to no cost in furnishing them, the report 
said the Commission had found demurrage rules and charges 
on privately owned cars reasonable, and that the owner of 
such cars could claim no advantage as a shipper that would 
not accrue to him if the cars were owned by another person. 


Automobiles, Etc. 


No. 28915, E. D. Addy, dba Addy Motor Co. et al. vs. 
Michigan Central Railroad Co. et al. By the Commission, Com- 
missioner Alldredge. Dismissed. Rates charged on automo- 
biles, parts, and accessories, in carloads, shipped on and after 
May 27, 1938, from origins in central territory to destinations 
in Montana, not shown to have been inapplicable. The report 
said that, on a typical shipment of 13,010 pounds, from Detroit, 
Mich., to Butte, Mont., by way of Chicago, Ill., a combination 
rate of $3.75 composed of a rate of 68 cents to, and $3.07 from 
Chicago, had been charged. Complainants claimed that a com- 
bination rate of $3.69 was applicable, composed of a rate of 68 
cents applicable to Proviso, Ill., a point within the Chicago 
switching district, and a rate of $3.01, the rate from Janesville, 
Wis., claimed to be applicable from Proviso under an inter- 
mediate rule, said the report. The report said defendants’ posi- 
tion was that Proviso became intermediate to Janesville only 
by the use of an unnatural and out-of-line route for shipments 
from Janesville to the Montana destinations. The natural and 
logical movement of such shipments, it said, was northwest- 
ward and not southeastward toward the Chicago district. When 
the tariff provided no routing, as was the case here, the rates 
were not applicable over routes that were so illogical and un- 
natural that a shipper could not reasonably be expected to 
request transportation over them, said the report. 


COMMISSION WATER REPORT 


*W-115, Chotin & Pharr, Inc., contract carrier application. 
Application denied. By division 4. Applicant found not to have 
been in bona fide operation on January 1, 1940, and contin- 
uously since, as a common or contract carrier by water in the 
performance of transportation subject to part III of the inter- 
state commerce act. The order was made effective April 20. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed wn full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 22254, Trans-American Van Service, Inc., Chicago, III., 
common carrier, embracing MC 22254, Sub. 3, Same, Exten- 
sion. Certificate denied on further hearing in MC 22254, the 
“grandfather” proceeding; and granted in MC 22254, Sub. 3. 
In MC 22254, applicant found to have failed to establish its 
right to continue in operation, as to household goods, between 
any points whatsoever. In MC 22254, Sub. 3, authority granted 
as to household goods between Chicago, IIll., and points within 
100 miles thereof, on the one hand, and, on the other, points 
in 36 states and D. C.; and as to new pianos, between Chicago, 
on the one hand, and, on the other, points in Mich., N. J., O., 
Pa., and D. C., over irregular routes. 

MC 96490, Ira Marcellus, Ballston Spa, N. Y., contract 
carrier. Permit denied on reconsideration, and findings in prior 
report, 41 M. C. C. 960, reversed. Applicant’s operation in 
transporting pulpwood from points in Addison, Bennington, 
Orange, Rutland, Washington, Windham, and Windsor counties, 
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Vt., to Mechanicsville, N. Y., found to be that of a private 
carrier by motor vehicle for which no certificate or permit is 
necessary. 

*MC 84728, Sub. 9, Safeway Trails, Inc., Washington, 
D. C., extension. Certificate granted. Passengers and their 
baggage, express and newspapers in the same vehicle with pas- 
sengers, between Washington, D. C., and Laurel, Md., over a 
specified route. Transportation of mail in the same vehicle 
with passengers authorized. 

*MC 12247, Joseph P. Buster, Chicago, III., broker applica- 
tion. License granted. General commodities, between points 
in the Chicago commercial zone, on the one hand, and, on the 
other, points in the United States. 

*MC 13492, Sub. 5, North Boulevard Transportation Co. 
North Bergen, N. J., extension. Certificate granted on furthe1 
hearing, and findings in prior report, 29 M. C. C. 749, reversed. 
Passengers and their baggage, between Union City, N. J., and 
Weehawken, N. J., over a specified route, serving all interme- 
diate points, in lieu of a portion of applicant’s present route 
between Manhattan, New York, N. Y., and N. J. points. 

*MC 11220, Sub. 10, Gordons Transports, Inc., Memphis, 
Tenn., extension, embracing MC 11220, Sub. 16, Same. Certif- 
icate denied. In MC 11220, Sub. 10, general commodities, serv- 
ing points in the Chicago and St. Louis commercial zones in 
connection with presently authorized regular route operations. 
In MC 11222, Sub. 16, general commodities, between McComb, 
Miss., and Baton Rouge, La., over a specified route. 

*MC 13036, Sub. 2, Albert W. Casperaites, Atlantic City, 
N. J., extension. Certificate denied. Livestock, dairy products, 
poultry, and other commodities requiring temperature control 
or special equipment, between Philadelphia, Pa., and Atlantic 
City, over U. S. highway 30, serving all intermediate points and 
certain specified off-route points. 

*MC 31729, Sub. 1, Dana Trucking Co., Inc., New York, 
N. Y., extension. Certificate granted. Textile mill products, 
between points in N. H. within one mile of the junction of 
U. S. highway 3 and the Mass.-N. H. state boundary, on the 
one hand, and points which it is now authorized to serve in 
N. Y. and N. J., on the other, over irregular routes. 

*MC 36997, Sub. 2, Max Biel and Max Zall, West New 
York, N. J., extension. Certificate granted. General commodi- 
ties, with exceptions, between Newark, N. J., on the one hand, 
and, on the other, North Bergen, West New York, and Union 
City, N. J., over irregular routes. 

*MC 38551, Sub. 4, Ramus Trucking Line, Inc., Cleveland, 
O., extension. Certificate granted. Rayon and rayon fiber, from 
Painesville, O., and points within five miles thereof, to Boston, 
Holyoke, Northbridge, Fall River, and New Bedford, Mass., 
and Pawtucket, Darlington, and West Warwick, R. I.; and 
rejected shipments, empty cases, fillers or cartons, cones, and 
spools, in the reverse direction; chemicals used in the manu- 
facture of rayon and rayon products from Boston to Paines- 
ville and points within five miles thereof. 

*MC 40029, Sub. 1, Lawrence A. Elliott, Jefferson City, 
Mo., extension, embracing MC 40029, Sub. 1, Same, common 
carrier. Certificate granted. In MC 40029, Sub. 1, general com- 
modities, with exceptions, between Kansas City, Kan., and 
Macomb, Ill., and between Kansas City and Hannibal, Mo., 
over regular routes, serving certain intermediate and off-route 
points. In MC 40029, Sub. 2, continuance in operation, as suc- 
cessor in interest, general commodities, with exceptions, be- 
tween Kansas City, Kan., and certain points in Mo., and also 
between certain points in Mo., over regular routes, serving 
designated intermediate points. In MC 40029, Sub. 2, public 
convenience and necessity found to require operation, as to 
general commodities, with exceptions, between certain points 
in Mo., over a regular route, serving designated intermediate 
points. 

*MC 42329, Sub. 13, Hayes Freight Lines, Inc., Mattoon, 
ill., extension. Certificate granted. General commodities, with 
exceptions, over certain specified routes in Ill., Ind., Ky., and 
Tenn., for operating convenience only, as connecting routes 
with presently authorized routes, and with service only at in- 
termediate points presently authorized. 

*MC 54814, Sub. 1, Cumberland Coaches, Inc., Toledo, IlIi., 
extension. Certificate granted. Passengers and their baggage, 
express and newspapers in the same vehicle with passengers, 
between Mattoon, Ill., and Evansville, Ind., over a specified 
regular route, serving all intermediate points except Crossvil'e 
and those intermediate points between Crossville and Evans- 
ville. 

*MC 61502, Wm. McCullough Transportation Co., Inc., 
East Rutherford, N. J., common carrier. Certificate granted 
on reconsideration, and findings in prior report, decided June 5, 
1943, modified. Continuance in operation, general commodities, 
with exceptions, between New York, N. Y., and points in Nas- 
sau and Westchester counties, N. Y., Newark, N. J., and points in 
N. J. within 25 miles of Newark; between the aforementioned 
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soints, on the one hand, and, on the other, points in Conn., points 
in a described area of N. Y.; and Camden and Trenton, N. J.; 
petween Newark and points in N. J., within 25 miles thereof, 
n the one hand, and, on the other, points in Mass., R. I, and 
a described area of Pa.; between Stratford, Conn., on the one 
hand, and, on the other, Poughkeepsie and Schenectady, N. Y., 
Red Bank, N. J., Providence, R. I., and points in Mass., over 
irregular routes. 

*MC 72140, Sub. 7, Fitterling Transportation Co., Inc., 
South Bend, Ind., extension. Certificate granted. General com- 
modities, with exceptions, between Gilman, Ill., and Fort 
Wayne, Ind., over U. S. highway 24, for operating convenience 
only in connection with operations otherwise authorized, and 
with no service at any intermediate points. 

*MC 103826, Richard Oliver Harrell, South Boston, Va., 
common carrier. Certificate granted. Petroleum products, in 
bulk, in tank trucks, from Friendship, N. C., to South Hill, Va., 
over a specified regular route, serving South Boston, Va., as 
an off-route point for delivery only. 

*MC 104589, J. L. Lawhon, Atlanta, Ga., contract carrier. 
Permit granted. Finished shirts and underwear, empty shirt 
and underwear boxes, and containers, shirt boards and cut 
shirt parts, between Andalusia, Ala., and Atlanta, Ga., over 
U. S. highway 29, serving no intermediate points. 

MC 95945, Sub. 1 EX, James H. Hudson, Henryetta, Okla., 
exemption. Certificate of exemption granted. Operation by 
applicant, in interstate or foreign commerce, solely within 
Oklahoma, as a contract carrier of explosives and blasting sup- 
plies between Henryetta, Okla., and the magazine of the Her- 
cules Powder Co., over irregular routes, found to be of such 
nature as would not, if exempted from regulation, substantially 
affect or impair uniform regulation by the Commission. 

*MC 8768, Sub. 4, Security Storage & Van Co., Inc., New 
Orleans, La., extension. Certificate granted. Household goods, 
between points in Tex., Miss., Ala., and Fla., and between the 
above points, on the one hand, and, on the other, points in 
Ark.. Mo., TH., ‘Tenn., Ga.,.S. C., N.-C., Va., Ma. D. C., N. Jd, 
and N. Y.; between points in La., on the one hand, and, on the 
other, pomts in .S. C., N. C., Va, Ma. N. J., N. ¥., and D..C., 
traversing Del., Pa., W. Va., O., Ind., Ky., and Okla., for oper- 
ating convenience only. 

*MC 21170, Sub. 10, Bos Freight Lines, Inc., Marshalltown, 
la., extension. Certificate granted on reconsideration, and find- 
ings in prior report, 41 M. C. C. 811, modified to authorize 
service as to general commodities, with exceptions, at inter- 
mediate points of Owatonna and Northfield, Minn., without 
restriction, and at St. Joseph, Mo., except for the delivery of 
southbound traffic. 

*MC 40007, Sub. 2, Reliable Transportation Co., Los An- 
geles, Calif., extension. Certificate denied. Petroleum and 
petroleum products, in tank trucks, from points within 30 miles 
of Los Angeles, Calif., to Safford, Ariz., and points in Ariz. 
within 25 miles of Tucson and within 25 miles of Ariz. high- 
ways 84, 187, and 87 between Tucson and Phoenix. 

*MC 40858, Sub. 17, Silver Fleet Motor Express, Inc., 
Louisville, Ky., extension. Certificate granted. General com- 
modities, with exceptions, over Ind. highway 46 between 
Greensburg, Ind., and junction Ind. highway 46 and U. S. 
highway 52 near Longnecker, Ind., for operating convenience 
only, with no service at intermediate points. 

*MC 46036, Sub. 1, Ernest L. Harner, Baltimore, Md., ex- 
tension. Certificate granted. Pulpboard and pulpboard boxes, 
from Baltimore, Md., to Hanover, York, Harrisburg, Lebanon, 
Lancaster, Shippensburg, and Gettysburg, Pa., Wilmington, 
Del., Alexandria and Richmond, Va., and Washington, D. C.; 
and macaroni, noodles, spaghetti, and the sauces therefor, from 
Lebanon, Pa., to Baltimore, Md., and Washington, D. C., all 
over irregular routes. 

*MC 70203, Sub. 12, Interstate Dispatch, Inc., Chicago, III., 
extension. Certificate denied. General commodities, with ex- 
ceptions, between Milwaukee, Wis., and Rockford, IIll., over a 
specified route, and between junction of Wis. highways 173 and 
42 near Zion, Wis., and Rockford, over Wis. highway 173. 
Authority to serve Rockford and intermediate points was not 
requested. 

*MC 72997, Sub. 4, Liberty Trucking Co., Chicago, IIl., 
extension. Certificate denied. General commodities, with ex- 
ceptions, between Elgin and Waukegan, IIl., over a specified 
route; between Harvard, Ill., and junction Ill. highways 173 
and 42 over Ill. highway 173; between Racine and Carrollville, 
Wis., over Wis. highway 42; and between junction of Wis. 
ighway 20 and U. S. highway 41, and junction of Wis. high- 
Way 36 and U. S. highway 41, over U. S. highway 41, serving 
ho intermediate points except those presently authorized. 

*MC 75527, Sub. 3, Milton L. Lahn, Bridgeton, N. J., ex- 
tension. Certificate granted. Glass containers, from Bridgeton 
ani Salem, N. J., to points in Conn., Del., Md., Mass., N. Y., 
Pe, R. L, Va., and D. C.; canned, preserved or prepared food- 
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stuffs from Bridgeton to points in Conn., Md., Mass., N. Y., 
Pa., R. L., Va., and D. C., and from New York, N. Y., to points 
in D. C., Richmond and Norfolk, Va.; and nursery stock from 
Shiloh, N. J., to points in Conn., Del., Md., N. Y., Pa., Va., and 
= — subject to condition that no duplication of rights is con- 
erred. 

*MC 92229, Sub. 1, George F. Ross, Putnam, Conn., exten- 
sion. Revised certificate granted on reconsideration, and prior 
report and order, 30 M. C. C. 812, amended to authorize opera- 
tions as to textile and heavy machinery and parts, and acces- 
sories therefor, between points in Conn., &. I., Mass., and Vt.; 
and yarn and cloth to and from points in R. I., Mass., and Vt. 

*MC 95379, Sub. 1, Edward C. Flemings, Burlington, Vt., 
extension. Certificate denied. Household goods, between points 
in Vt., on the one hand, and, on the other, points in N. H., Me., 
Mass., BR. I. Conn. N.. Y., N: J., Pa., Det, Ma. D.C, Va. 
and Mich., over irregular routes. 

*MC 102062, D V. Lynn, West Burlington, la., common 
carrier. Amended certificate granted on reconsideration, and 
findings in prior report, 24 M. C. C. 376, modified. Applicant 
authorized, as successor in interest, to continue operation as to 
general commodities, with exceptions, between Burlington and 
West Burlington, Ia., over city streets and connecting highways, 
in connection with and in addition to regular-route operations 
between Burlington and Chicago and between Burlington and 
Keokuk authorized in the prior report. 

*MC 103726, A. C. Benson and John F. De Noma, Seattle, 
Wash., common carrier. Certificate granted. General commod- 
ities, with exceptions, between Seattle, Wash., and points in 
Wash. highway 1-J within two miles of the corporate limits of 
Seattle, including the Sard Point Naval Air Station, over 
Wash. highway 1-J. Commissioner Lee dissented. 


Railroad Abandonments 
Oklahoma Railway 


Examiner W. J. Schutrumpf, in a proposed report in Fi- 
nance No. 14221, Oklahoma Railway Co. Abandonment of 
Operation, Etc., embracing Finance No. 14229, Atchison, Topeka 
& Santa Fe Railway Co., et al., Purchaes, has recommended 
that the Commission authorize the involved abandonment and 
purchases, with a number of conditions imposed for the pro- 
tection of employes, among others. The Oklahoma proposed to 
abandon freight transportation on lines of railroad extending 
(a) from a point near the agency station of Bethany to El 
Reno, Okla., approximately 19 miles; (b) from a point near 
the non-agency station of North Oklahoma to Guthrie, Okla., 
approximately 25.5 miles; (c) from a point near the intersec- 
tion of Broadway and South 21st Streets, Oklahoma City, to 
Norman, Okla., approximately 16.5 miles; and (d) lines aggre- 
— approximately 3.4 miles lying wholly within Oklahoma 

ity. 

Finance No. 14229 involved an application of the Santa Fe 
and the trustee of the Rock Island to purchase in joint equal 
undivided interests certain of the Oklahoma railway lines, to 
acquire lease from the Oklahoma of the railroad of the Okla- 
homa City Junction Railway Co., to acquire trackage rights 
over Oklahoma railway street car tracks, and to acquire track- 
age rights over each other’s tracks. 


The report said the plan, if consummated, would result in 
discontinuance of freight operations by the Oklahoma, and that 
the Santa Fe and the Rock Island would take over such opera- 
tions in and around Oklahoma City and would also serve in- 
dustries exclusively served by the Oklahoma in Guthrie and 
El Reno, Okla. 


The conditions recommended for the protection of employes 
of any of the carriers were to cover those employes placed in 
a worse position with respect to compensation and rules gov- 
erning their work conditions; to cover seniority rights; to cover 
loss of employment, and dismissal allowance; to cover bene- 
fits, in the protective period, attached to their previous employ- 
ment such as free transportation, pensions, hospitalization, re- 
lief, etc.; and to cover arbitration for the settlement of any 
disputes involving such employees. No conditions should be 
prescribed as to moving expenses, or losses incurred in the sale 
of employee homes, the report said, as changes affecting em- 
ployes would occur only in Oklahoma City. 

As to the railroads, the examiner recommended that the 
Santa Fe and the Rock Island should serve notice on their 
Oklahoma City connections and on the Corporation Commis- 
sion of the State of Oklahoma when filing any tariff applicable 
to the Oklahoma properties purchases, or to Santa Fe team 
track No. 52. He said that present neutrality of handling traffic 
in-bound and out-bound, and switching, by the Oklahoma on 
the portions of its property purchased, and on Santa Fe team 
track No. 52, should be continued to permit equal service to 








384 


and from all lines of railroad directly or indirectly connecting 
with the purchased properties and with the team track, without 
discrimination in the arrangement of schedules, or otherwise, 
and unless otherwise agreed to by the St. Louis-San Francisco, 
without change of that company’s places of interchange. The 
examiner also recommended that present traffic and operating 
relationships effective as to the Oklahoma properties and the 
Santa Fe team track, except as otherwise agreed on, should be 
continued in so far as such matters were within the control of 
the Santa Fe and the Rock Island. 


D. & R. G. W. 


By a report and certificate in Finance No. 14441, Denver 
& Rio Grande Western Railroad Co. Trustees Abandonment, 
the Commission, division 4, has permitted abandonment by 
Wilson McCarthy and Henry Swan, trustees, of a branch line 
of railroad extending from Leadville, to the end of the branch 
at Ibex, Lake County, Colo., 6.73 miles, and certain side and 
spur tracks, 2.63 miles. 


Midland Valley 


By a report and order in Finance No. 14345, Midland Val- 
ley Railroad Co. Abandonment, the Commission, division 4, has 
modified the report and certificate of Oct. 29, 1943, so as to 
provide for reservation of jurisdiction to consider the question 
of imposition of conditions for the protection of employes who 
might be adversely affected. The proceeding involved authority 
to abandon a branch line of railroad extending from a connec- 
tion with the applicant’s main line at Excelsior, to Hartford 
Junction, approximately 16.7 miles, in Sebastian county, Ark. 

The report said that, following negotiations between the 
parties, a stipulation had been submitted the Commission re- 
questing that the petition to intervene of the Brotherhood of 
Locomotive Firemen and Enginemen, Order of Railway Con- 
ductors, Brotherhood of Locomotive Engineers, and the Brother- 
hood of Railroad Trainmen, be granted, and that the report 
and certificate be modified as aforementioned. The Commission 
reserved jurisdiction for two years. 


N. Y. C. 

The Commission was disqualified from passing on the con- 
troversy because of the interest of the commissioners in reap- 
pointment by the President, said John W. Tooley, Jr., as Presi- 
dent of Committee of Yonkers Commuters, etc., in a brief filed 
with the Commission in Finance No. 13914, New York Central 
Railroad Co. Abandonment. It appeared of record, said he, that, 
among others, the War Department, “of which the President is 
Commander-in-Chief,” had been “exerting pressure for the 
abandonment of this branch as a matter of general policy to 
obtain scrap metal.” 

A direct method had been provided by law for the requisi- 
tioning of scrap metal in the branch by the President under the 
act of Oct. 16, 1941, Chap. 414, 55 Stat. 728; 50 U. S. C. Appx. 
20, said Mr. Tooley, but that “if any of the railroads of this 
country were to be ripped up and scrapped by the President, 
there would logically result immediate and widespread public 
criticism of the foreign policy of the President which failed to 
embargo the shipment to Japan of hundreds of thousands of 
tons of scrap steel prior to the presidential election in 1940.” 

“Under the circumstances above detailed,” the brief con- 
tinued, “the protestant is under no obligation to prove nor even 
to discuss whether or to what extent, if any, presidential in- 
fluence might affect the result. Such considerations are entirely 
immaterial.” 

The proceeding involved abandonment of the so-called 
Yonkers branch, extending 3.1 miles from Van Cortland Park 
Junction to Getty Square in Yonkers, and abandonment of 
operation of 7.8 miles of the branch from Getty Square to 
Sedgwick Avenue. The United States Supreme Court recently 
reversed the judgment of the district court below which had 
upheld the action of the Commission in authorizing the aban- 
donment. The Supreme Court said it intimated no opinion on 
the merits of the case, but that the order of the Commission 
should have been set aside because the Commission had not 
made the requisite jurisdictional finding—that the branch line 
‘was or was not operated as a part or parts of a general steam 
railroad system of transportation.” (See Traffic World, Jan. 
8, p. 77). 

‘ The New York Central in its brief filed in the proceeding 
said the enlarged record presented a stronger case for aban- 
donment than the original record, and bore out the Commis- 
sion’s observation in its first report that there was nothing to 
indicate that any substantial increase would be experienced 
in the future. 

The railroad said the relationship of the branch to the New 
York Central Railroad had been explained.in a general way at 
the original hearing, but that special emphasis had not been 
placed on proving, “what then appeared to be conceded,” that 
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the branch was operated as a part of the New York Central 
Railroad, ‘a general steam railroad system of transportation.” 
The branch, it said, was a part of the New York Central Rail- 
road portion of the New York Central System, adding that it 
was, “in the primary sense of the term ‘system’ united to the 
New York Central Railroad by virtue of its functioning in 
obedience to united control.” 

The branch had had no independent existence and no cor- 
porate officers exclusively of its own for well over 50 years, 
said the New York Central, that it had never operated inde- 
pendently as an interurban electric railway, and that during its 
entire operating life it had been a part of a steam railroad 
system. The 1926 electrification was only a change in “propul- 
sive power,” and in no wise altered the dependence of the branch 
on the New York Central Railroad in matters of management, 
financing, supervision and control, and “for corporate life it- 
self,” said the railroad. 

In the face of “overwhelming evidence” as to the operation 
of the branch, said the New York Central, the protestants were 
driven to a strained construction of section 1(22) of the act, 
exempting street, suburban or interburban electric railways, 
not operated as part of a general steam railroad system, from 
the Commission’s jurisdiction. 

Mr. Tooley contended that the Yonkers branch was not a 
part of a general steam railroad system of transportation and 
that all the evidence offered by the applicant had related to 
circumstances that flowed from “common ownership of the 
Yonkers branch and the New York Central Railroad System 
and, therefore, does not constitute proof of a physical operation 
—including freight traffic—which is essential.” 

After discussing alleged lack of evidence showing transfer 
of passengers from the Yonkers branch to Putnam division 
trains, among other things, the protestant said that there was 
“a conclusive admission in the record that when the Yonkers 
branch was abandoned it had absolutely no effect upon the 
service of the main line of the Hudson division.” When the 
discontinuance of a branch did not require additional facilities 
on any part of a general steam railroad system of transporta- 
tion, said he, it could not fairly be said to be a part of the 
system, and contended that the alleged operating loss had not 
been shown to constitute an undue burden on interstate com- 
merce. 

The Public Service Commission of New York State, in a 
brief filed with the Commission in Finance No. 13914, contends 
that the Commission has no jurisdiction over the proposed 
abandonment of the Yonkers branch and that the application, 
for that reason, should be dismissed. The branch, it said, was 
not operated as part of a general steam railroad system of 
transportation, and that mere ownership by an interstate 
steam railroad company was not sufficient to bring an inter- 
urban electric railway within the jurisdiction of the Commis- 
sion unless it was so operated. 

The New York Central had failed to meet the burden of 
establishing that the continued operation of the line would 
constitute an undue and unnecessary burden on interstate com- 
merce, said the commission. It was an unquestionable fact, it 
said, that the loss on the local service, in performance of its 
obligation to the localities, was amply “cushioned” by other 
intrastate operations and that the net intrastate revenues were 
more than ample to bear the intrastate share of the cost of the 
total operations of the railroad. In those circumstances, it said, 
the determination of the desirability of continuing the local 
line should be left to the state regulatory agency. In further 
support of the argument that the matter should be left to the 
state regulatory agency, the commission said the question of 
abandonment was a question of purely local concern. 


REGULAR-ROUTE MOTOR AUTHORITY 


By a report in MC 52798, Sub. 1, Cedric E. Babcock, ex- 
tension, the Commission, division 5, with Chairman Patterson 
noting a dissent, has granted a certificate, in lieu of the cer- 
tificate now held by the applicant, authorizing the transporta- 
tion of general commodities, with exceptions, between North 
Bennington, Vt., and Albany, N. Y., over described regular 
routes, serving Bennington, Vt., and points in New York on such 
routes within 25 miles of Albany, as intermediate points, and 
all points in New York within a radius of 25 miles of Albany, 
other than those located on such regular routes, as off-route 
points. 

The report pointed out that in MC FC 14636, applicant had 
been authorized to acquire general commodity authority, over ir- 
regular routes, between Bennington and North Bennington, Vt., 
on the one hand, and, on the other, Albany, N. Y., and points in 
New York within 25 miles of Albany, authorized in MC 52698. 

It said that after present operations of the applicant had 
been questioned in an informal complaint of a competitor which 
asserted that an unauthorized regular-route operation was be- 
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ing conducted, the instant application had been filed to obtain 
regular-route authority in lieu of the irregular-route authority. 

“The line of demarcation between a regular and an irreg- 
ular-route operation between points which are only 38 miles 
apart is difficult to define,” said the report. “It appears, how- 
ever, that successful operation under the authority now held 
by applicant must necessarily differ little from operations 
which might be carried on under a certificate authorizing reg- 
ular route operations. Applicant here seeks the latter form of 
authority. We think the evidence as a whole leads to the con- 
clusion that the authority sought should be issued.” 


Multiple Carloadings Rule 


In argument before division 2 of the Commission, in I. and 
S. No. 5268, Rule 33—Multiple Loading, involving provisions 
of a change proposed in rule 33 of the Consolidated Classifica- 
tion limiting the number of points of origin for multiple-loaded 
cars to one, and covering restowing or rebracing by consignee 
at a destination intermediate to the final destination, W. M. 
Mathews, appearing for the rail respondents, said the railroads 
did not believe there was any action for review by the Commis- 
sion of the action or judgment of the Office of Defense Trans- 
portation. 

The proposed rule had been published, he pointed out, in 
compliance with Order O. D. T. 18A, after the O. D. T.’s Order 
18 Revised had been in effect for a year. In that time, said 
he, there was a series of conferences between shippers and 
the railroads, and that O. D. T. had heard the views of the 
conferees, both those who wanted three points or origin and 
those who thought only one point of origin was practicable. 
The O. D. T., he said, had acted on complete information after 
full hearing. At the time O. D. T. Order 18A was issued, he 
added, the O. D. T. had issued an explanatory statement in 
which it had stated some of the reasons impelling the change— 
among others, that the shippers, railroads, and government were 
making a further attempt to increase carloading efficiency by 
10 per cent. 

As to the portion of the rule requiring restowing or re- 
bracing by consignee at a destination intermediate to the final 
destination, Mr. Mathews said the O. D. T. order required that 
each consignment in a multiple-loaded car should be consid- 
ered as if shipped in a separate car, and contended that the 
obligations of the consignor was the same as in the case of 
a shipment made in a separate car under a tariff minimum 
weight. In answer to a question from the bench, he said that 
the railroad could not require the intermediate consignee to 
rebrace or restow the freight remaining in the car. Mr. Mathews 
pointed out that the words “rail carrier,’ appearing in Order 
O. D. T. 18 Revised, in connection with the permission granted 
for multiple loading, had been left out of O. D. T. Order 18-A. 
The consignors, said he, were the “consolidators,” and that 
he thought this the important change made by O. D. T. 

John S. Burchmore appeared for National Industrial Traffic 
League; Edward S. DePass for Evaporated Milk Association; 
and H. A. Hollopeter for Indiana State Chamber of Commerce. 
Asked by Commissioner Alldredge if he had a specific pro- 
posal, Mr. Burchmore said he had—that the rule should be 
left as it was as to the number of points of origin, and that 
the portion of the rule as to rebracing and restowing at the 
intermediate destination should be wiped out entirely. 

He pointed out that, under the rule, multiple loading might 
take place in the Chicago switching area at points 25 miles 
apart, but that in Wisconsin it might not take place, although 
the points involved were only a few miles apart, because they 
could not be considered a “point,” as was Chicago. Commis- 
sioner Alldredge asked if a provision extending multiple load- 
ing privileges to points within 25 miles would be satisfactory, 
and Mr. Burchmore said he did not think so, and was not 
prepared to state a rule. There was no reason why the present 
rule could not be continued, said he. 

Mr. DePass said he had no objection to the portion of the 
rule limiting multiple loading to one point of origin, but that 
he was vitally interested in the responsibility of consignors 
under the other portion of the rule. He pointed out that after 
partial unloading of evaporated milk there was no need for 
rebracing, but that there was a necessity for restowing. It 
would be physically impossible for the consignor to restow the 
car at the intermediate destination, said he, and that the con- 
Signor could not compel the consignee to restow. Mr. DePass 
Spoke of shortages found at final destination and pointed out 
that the first consignee was required “to restow his competitor’s 
goods.” He said that on complaints of shortages, the railroads 
had refused to pay the claims. He pointed out that there was 
no supervision at the first destination. The consignee unloaded, 
Said he, and no one knew what he took out. The car was then 
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resealed and the railroad took it on to the final destination 
where, in some cases, cars had been checked short, he said. 

Mr. Hollopeter said the group he represented objected to 
both portions of the suspended rule. He said the railroads 
had advanced as a reason for their action the O. D. T. orders, 
but that as his group interpreted the orders they provided 
specifically that there should be no increases in rates and 
charges. The carriers, said he, got around that by saying that 
the consignor was not compelled to ship in a multiple-loaded 
car and could make use of rule 51. Thus, he said, the effect of 
the rule was to establish increases. 

He said it was a settled policy that anything that had been 
in effect for an extended period of time was presumably rea- 
sonable, and that the carriers had been allowing more than one 
point of origin for a long time. As an example of the cooper- 
ation offered by shippers, he said they were unloading cars 
promptly, and doing so on Sundays and holidays. They would 
object to a rule in the tariffs requiring them to do so, said 
he, and added that this was the situation “we have here.” 


I. C. C. ACCIDENT REPORTS 


At the same time that it issued its report, written by 
Chairman Patterson, of an accident on the line of. the Santa 
Fe at Gallup, N. M., December 18, 1943, in which it recom- 
mended that the Santa Fe install continuous track circuits be- 
tween certain signals and at other non-circuited sections in 
automatic block-signal system territory, the Commission issued 
a show-cause order. The order was issued in No. 28750, Sub. 
12, In the Matter of Installation of Block Signal or Other Sys- 
tems Intended to Promote Safety of Railroad Operation under 
Paragraph (b) Section 25 of the Interstate Commerce Act— 
Atchison, Topeka & Santa Fe Railway Co. 

The order said that investigation of the accident of Decem- 
ber 18, and another on August 20, 1943, had disclosed that in 
the vicinity of the points where the accidents had occurred the 
block signal system in use was not adequate because signals 
1561 and 1563 were not controlled by continuous track circuits 
extending to signal 1581. It said if there had been continuous 
track circuits in use, the accidents could have been prevented. 

The order required the Santa Fe, and all other interested 
parties, to show cause by formal return filed with it on or 
before March 1 why the Santa Fe should not be required to 
install continuous track circuits as described. 

The report of the accident of December 18, investigation 
No. 2753, said there was a side collision between an engine and 
a passenger train resulting in the death of three employes, and 
the injury of 46 passengers and two employes. The engine had 
entered the main tracks by a crossover, the report said, and, 
in a fog that reduced visibility to 300 feet, was struck by the 
passenger train, which, the report said, was traveling at about 
30 miles an hour. 


Freight Classification 


Returning again and again to allegations that shipper in- 
terests had been disregarded, that procedural and substantive 
limitations on the Commission’s jurisdiction had been disre- 
garded, that the six months proposed to be allowed for pro- 
ducing uniformity of classification were insufficient, and that 
the record did not support the recommendations, the State of 
Ohio, through its attorney general, has filed exceptions to the 
proposed report of Examiners Paul O. Carter and William J. 
Koebel in No. 28310, Consolidated Freight Classification. Ohio 
renewed its motion to postpone or dismiss, saying that the 
proceedings were “the most extensive and unavoidably ill-timed 
that this Commission has even undertaken.” 

In their report, the examiners recommended the establish- 
ment, on a nation-wide basis, of thirty percentage classes, 
ranging downward from 400 per cent to 11 per cent of first 
class, leaving undisturbed the present class 100 as first class, 
among other things (see Traffic World, Dec. 11, p. 1439). 

“What might almost appear to be the Machiavellian touch 
through all of this is the fact that although there was no com- 
plaint at all in the north over its classification structure, the 
northern structure would be most changed by the proposed 
report,” said the Ohio exceptions. “It is an amazing anomaly 
that although the report concedes that classification ratings 
are too high to be either effective or efficient, the greatest 
single result of that report would be to revise upward the rat- 
ings in the one territory having the lowest classification, the 
greatest volume of traffic, and the least complaint. The record, 
on the other hand, indicates an extension of the northern clas- 
sification in so far as shippers are concerned.” 

The Commission, it said, was bound by the record before 
it, but that the scope and method of the proposed conclusions 
were not supported by the report, the record, or the stated 
purpose of the investigation. Ohio raised a further objection 
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to the omission of a test period of the practical effect of the 
revision before it was made operative. : 

New Jersey Zinc Co., exceptions filed with the Commis- 
sion, objected to the proposed findings on traffic moving in 
more than one classification territory. Among the recommenda- 
tions in the report was one to the effect that the Commission 
should find unlawful all existing ratings on all articles moving 
in more than one classification territory where the ratings in 
all classification territories did not bear the same percentage 
relation to first class, the company said, and that the examiners 
had proposed that this allegedly unlawful situation be remedied 
by mathematically averaging the existing ratings. 

“If, willy-nilly, classification ratings are to be unified, re- 
gardless of the fact that some to be changed are already rea- 
sonable,” said the company, “a much more just, fair and 
equitable expedient would be to average the existing classifica- 
tion and exception ratings on a weighted basis, giving consid- 
eration to the amount of tonnage moving on them in each clas- 
sification territory. Under this formula where an article moves 
entirely in one territory, the existing classification or excep- 
tion rating in that territory would be used in all territories. 
Where 50 per cent of the movement of an article is in one 
territory and 50 per cent in another, the average of ratings in 
those two territories should be used uniformly in the three, 
disregarding the rating in the territory where there is no 
movement, and so forth.” 


STANDARD OIL TERMINAL ALLOWANCE 


By an order in Standard Oil Co. of Louisiana Terminal 
Allowance, Ex Parte No. 104, Practices of Carriers Affecting 
Operating Revenues or Expenses, Part II, Terminal Services, 
the Commission, division 3, on petition of Standard Oil, has re- 
opened the proceeding for further hearing. In that case, the 
Commission, division 3, on further hearing, affirmed the find- 
ings in the prior report, 209 I. C. C. 68, and found that respond- 
ent railroads’ obligations under their interstate line-haul rates 
did not extend beyond their points of interchange, and that 
payment by them of an allowance to the industry for service 
beyond those points was unlawful (see Traffic World, July 31, 

. 241). 
. The instant order reopened the proceeding for further 
hearing in so far as it related to the propriety and lawfulness 
of the allowances paid or the switching service performed at the 
plant of the Standard Oil Co. of Louisiana at North Baton 
Rouge, La., by the Yazoo & Mississippi Valley Railroad Co., 
and the Louisiana & Arkansas Railway Co. 


Stopping-in-Transit Rule 


Indiana State Chamber of Commerce and Crown Zellerbach 
Corporation, of San Francisco, Calif., have asked the Commis- 
sion to suspend paragraph (c) of Rule 51, of supplement No. 5 
to Consolidated Freight Classification No. 16. The effect of the 
amended rule, they said, would be to increase transportation 
charges. The Indiana body pointed out that respondents would 
eliminate from the present paragraph the words ‘‘to complete 
loading or for partial unloading (but not both)” and substitute 
in lieu thereof the words “for partial unloading.” 


“Tt is apparent that this proposal is in furtherance of the 
carriers’ plan to confine multiple loading to one point of origin 
now under investigation in I. & S. docket 5268—Rule 33 Multiple 
Loading,” it continued. “The proposal also disregards the pro- 
visions of section 500.77 of O. D. T. 18A reading as follows: 
‘(a) Rail carriers, in connection with carload freight subject 
to this order, shall permit a single stop of any freight car in 
transit to complete loading or shall permit a stop for partial 
unloading (but not both), when the stop-off point is inter- 
mediate between point of origin and point of destination over 
the route of movement.’ ” 

Shippers and receivers were restricted in their sales and 
purchases by priorities and rationing regulations, said the Indi- 
ana chamber, but that they had in many instances been able 
to meet the maximum loading requirements of O. D. T. 18A 
by partially loading a car at one point and completing the 
loading at another point and forwarding to not more than 
three destinations as provided by Rule 33 of said classification. 
It said that, if the amended rule 51(c) was permitted to become 
effective, it would result in rates and charges unjust and un- 
reasonable, and unduly prejudicial to said shippers and receivers 
and unduly preferential of shippers and receivers in single 
carloads in violation of sections 1 and 3 of the act. 

Crown Zellerbach said it believed the carriers should be 
required to justify the increased charges. This was particularly 
true, said the company, in view of the fact that “there is a 
specific exception in favor of California intrastate traffic, and 
we understand from California Railroad Commission that Fyfe 
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made application to cancel the identical privilege on California 
intrastate traffic, but was unable to produce justification, ani 
then withdrew his application for the change.” 

The Commission heard argument February 4 in connectio: 
with proposed changes in rule 33 in I. and S. No. 5268 (ses 
elsewhere). 

The protest of the Indiana chamber was directed agains: 
paragraph (c) Rule 51, page 6 of supplement No. 5 to Consoli- 
dated Freight Classification No. 16, Agent A. H. Greenly’s; 
I. C. C.-O.C. No. 60; Agent E. H. Dulaney’s I. C. C. No. 902: 
Agent R. C. Fyfe’s I. C. C. No. 29; and Agent R. G. Raasch’s 
I. C. C. No. 566, published to become effective March 5. The 
Crown Zellerbach protest was directed against the Fyfe tariff. 


FINANCE APPLICATIONS 

MC F-2435, James D. Van Hooser, of Lexington, Ky., Harold J. 
Utter, also of Lexington, and Don D. Utter, of Somerset, Ky., ask 
authority to acquire control of Consolidated Bus Lines, Ine., and 
Central Bus Lines, Inc., of Smithville, Tenn., through ownership of 
capital stock. The application shows J. D. Van Hooser as owner of 
an interest in Hazard-Jenkins Line, Inc., Western Kentucky Stages, and 
Southeastern Greyhound Lines, Inc. H. J. Utter is shown as assistant 
to the president of Southeastern Greyhound Lines and owner of capi- 
tal stock of that carrier; as owner of interests in Kentucky-Virginia 
Stages, Hazard-Jenkins Line, and Short Way Lines, Inc. Don Utter is 
shown as owning an interest in Short Way Lines, Inc. 

MC F-2436, Greyhound Corporation, of Chicago, Ill., asks authority 
to acquire control of Florida Motor Lines Corporation, of Jacksonville, 
Fla., through ownership of capital stock. 

MC F-2437, Greyhound Corporation, of Chicago, Ill., asks authority 
to issue not more than 239,127 shares of common stock, subject to in- 
crease in accordance with the agreement for exchange of stock for 
capital stock of Florida Motor Lines Corporation, in connection with 
the application in MC F-2436. 

MC F-2439, Georgia Stages, Inc., of Albany, Ga., and Alaga Coach 
Lines, Inc., of Dothan, Ala., ask authority to exchange certain inter- 
state and intrastate certificates, Alaga to pay $10,000 in addition to con- 
veying the involved operating rights. 

MC F-2439, Refiners Transport & Terminal Corporation, of Detroit, 
Mich., asks authority to purchase certain equipment of Petroleum 
Transport, Inc., of Lansing, Mich. At the same time Refiners filed a 
motion to dismiss the application on the ground that the transaction 
did not include the transfer of any operating rights; involved only a 
part of the equipment of Petroleum Transport which, the motion said, 
was excess equipment; and that Petroleum Transport was retaining 
its interstate operating rights and was continuing to operate there- 
under. 


ST. LOUIS-SAN FRANCISCO REORGANIZATION 


The debtor railroad in Finance No. 10008, St. Louis-San 
Francisco Railway Co. Reorganization has asked the Commis- 
sion to modify the modified plan of reorganization, dated No- 
vember 19, 1937, to give effect to the results of trustee opera- 
tion of the property since May 16, 1933. The railroad asked 
the Commission to incorporate six proposals in, and make them 
the basis of, a plan of reorganization of its properties approved 
by the Commission. 

The debtor proposed that creditors receive $302,561,703 of 
bonds and shares in the reorganized company, exclusive of 
equipment trust obligations of $2,896,000 as of January 1; that 
creditors be given, on account of their claims, $6,500,000 in cash 
and $240,000,000 in bonds and preferred stock apportioned be- 
tween the various types of bonds and preferred stocks as the 
Commission directs, substantially in accordance with the pro- 
portions suggested in the “three committee plan” dated Janu- 
ary 14, which the railroad said would be submitted at the Feb- 
ruary 16 hearing, and that 70 per cent of a suitable issue 
of common stock be allocated to creditors in accordance with 
proposals in the aforesaid three committee plan; that distribu- 
tion of assets on liquidation to preferred stockholders be di- 
rected by an order of the court, if a plan provides for such 
distribution; that the trustees in reorganization negotiate a 
settlement of bank claims to release and cancel collateral held 
by the banks; and that the present right to deduct from income 
approximately $12,000,000 annually, before federal income and 
excess profits taxes, should be preserved for the reorganized 
company to the maximum extent through the use of interest 
bearing securities. 


COMMON CARRIER LIST 


The Commission has issued supplement No. 47 to List No. 3 
of corporate names of common carriers by rail (including ex- 
press), water or pipe line, including names of their receivers 
or trustees, if any. The list covers those carriers filing tari‘fs, 
concurrences, or powers of attorney with the Commission. The 
list, which cancels supplement No. 46, was compiled Febru- 
ary 1 by the section of tariffs of the Commission’s Bureau of 
Traffic. 

The list carries the notation that supplements Nos. 38 and 
47 contain all changes. 
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Proposed Reports 
Clothing Bags 


No. 29020, National Bedding Co. vs. Atlantic Coast Line 
Railroad Co. et al. By Examiner C. K. Glover. Rate applicable 
on clothing bags, in carloads, from Little River and Miami, 
Fla., to Brooklyn, N. Y., not unreasonable. Recommends dis- 
missal. The report said complainant had alleged that the third- 
class rate charged or sought to be charged on 13 carloads of 
cotton bags, in cartons, the aggregate weight of which was 
635,712 pounds, and the average weight a car, 48,901 pounds, 
shipped between December 3, 1943, and March 27, 1943, was 
unreasonable, and had asked the Commission to prescribe a 
lawful rate for the future, to award reparation, and required 
defendants to waive collection of outstanding undercharges. 
The bags were of a special type in which sailers carried their 
clothes and personal effects, it said. The report said the rating 
on this item had been changed from first class, any quantity, 
to third class, minimum 20,000 pounds, subject to rule 34, in 
the official, southern and western classifications on December 
31, 1940, and that it was one of numerous instances in which 
the carriers at that time voluntarily substituted a carload rat- 
ing for an any-quantity rating for the purpose of affording ship- 
pers in official and southern territories the benefit of revised 
rule 10 relating to mixed-carload shipments. The identity of 
the rating applicable where the southern classification governed 
the rates on cotton shipping bags with that on cotton piece 
goods had existed for many years, it said, and constituted a 
departure from well-recognized classification principles, under 
which the rating for a manufactured article would be some- 
what higher than that for the material from which made. There 
was a heavy movement of shipping bags to all parts of the 
country, it said, whereas clothing bags were shipped in rela- 
tively limited quantities and between comparatively few points. 
Shipping bags were made of but one piece of cloth and less 
advanced in manufacture than clothing bags, the report said, 
and added that their value was less and their density higher 
than that of clothing bags. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


California (E] Monte)—MC 1882, Sub. 3, Wells Truckways, 
Ltd., extension. Denial of certificate proposed. General com- 
modities, with exceptions, from and to points in Ariz. located 
within 25 miles of certain regular routes over which operations 
by applicant are presently authorized. Recommended that the 
proposed order be without prejudice to any proceedings insti- 
tuted under section 210(a) of the interstate commerce act, as 


amended by the second war powers act of 1942, for temporary 
authority. 


New Jersey (Winchester)—MC 34418, Sub. 2, Harry F. 
Bushway, extension. Certificate proposed. Logs, from points 
in Windham county, Vt., to Winchester and Keene, N. H.; 
Points in Mass. in a designated area; and Bridgeport and Hart- 
ford, Conn., over irregular routes. 


West Virginia (Huntington)—-MC 104639, Frank D. Smith 
and Lake McCoy Smith, common carrier. Denial of certificate 
or permit proposed. Applicant’s operations in the transporta- 
tion of wrecked or disabled motor vehicles, in Ky., O., and 
W. Va., over irregular routes, found to be those of a private 
carrier for which no certificate or permit is required. 


Pennsylvania (Old Forge) —MC 104670, Sam Graziano, 
common carrier. Denial of certificate proposed. Coal, from 
Old Forge, Pa., and points within 15 miles thereof, to Maple- 
wood, N. J., and points within three miles thereof; potatoes, 
in the season extending from August 15 to November 15, from 
Trenton, N. J., and points in N. J. within 15 miles of Trenton, 
to Wilkes-Barre, Pa., over irregular routes. 

Mississippi (Tupelo)—-MC 104674, Louis Gandy, common 
Carrier. Certificate proposed. Household goods, between points 
In a described area in Miss., from the Alabama-Mississippi 
State line to the Mississippi-Louisiana state line, on the one 
hand, and points in Ala., Ark., Fila., Ga., Ky., La., Mo., N. C., 
S. C., and Tenn., on the other, over irregular routes. 

Ohio (Cleveland)—MC 1517, Sub. 6, New England Grey- 
hound Lines, Inc., extension. Certificate proposed. Passengers 
and their baggage, and express, mail and newspapers in the 
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same vehicle with passengers, over an alternate route between 
junction Conn. highways 15 and 20 and junction Conn. high- 
ways 30 and 15 over Conn. highway 15, serving all interme- 
diate points. 

New Jersey (Newark)—MC 22653, Sub. 4, J. G. Ries & 
Sons, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between all points in Bergen, Essex, Hud- 
son, Passaic, and Union counties, N. J., on the one hand, and, 
on the other, Newark, N. J., and all steamship piers in Essex 
and Hudson counties, N. J. 

Oklahoma (Shawnee)—MC 52318, Sub. 17, Luper Trans- 
portation Co. of Oklahoma, extension. Certificate proposed. 
General commodities, with exceptions, between Durant and 
Broken Bow, Okla., over U. S. highway 70, serving all inter- 
mediate points. 


Maine (Lewiston)—-MC 61685, Sub. 4, Frank E. Maliar 
and William H. Maliar, extension. Certificate proposed. Gen- 
eral commodities, with exceptions, from Augusta, Bath, Bruns- 
wick, Hallowell, Rockland, and Waterville, Me., to points in 
Androscoggin, Sagadahoc, Somerset, Waldo, and York counties, 
Me., and from Farmington, Lewiston, and Rumford, Me., to 
points in Hancock, Knox, Lincoln, Sagadahoc, Somerset and 
Waldo counties, Me., over irregular routes. 


Nebraska (Liberty)—-MC 104414, Chet Huntington, com- 
mon carrier. Certificate proposed. Livestock, from Liberty, 
Neb., and points within 15 miles thereof, to St. Joseph, and 
Kansas City, Mo., and Kansas City and Topeka, Kan.; livestock 
feed, from Kansas City, Mo.-Kan., Topeka and St. Joseph, to 


Liberty and points within 15 miles thereof, over irregular 
routes. 


Indiana (Cromwell)—MC 104437, Harmon M. Harper and 
Oris W. Martin, contract carrier. Permit proposed. Unmanu- 
factured agricultural commodities, from Wawaka, Rochester, 
and Edgerton, Ind., to Chicago, Ill., over irregular routes, in 
the season beginning with the first of July and extending until 
the first of December of each year, and in the same season, 
empty vegetable containers, in the reverse direction. Recom- 
mended that operation by applicants as contract carrier as 
aforementioned, and as common carrier under MC 90897 and 
MC 90897, Sub. 1, be found consistent with public interest. 

Georgia (Thomasville)—-MC 95540, Sub. 6, Watkins Motor 
Lines, Inc., extension. Certificate proposed. Specified commod- 
ities, between certain points in Ala., Ga., Fla., N. C., S. C., 
N. Y., Pa., N. J., Ill., and Md., over irregular routes. 

Massachusetts (Chester)—-MC 90941, Sub. 1, Louis A. Gio- 
vanelli, contract carrier. Denial of permit proposed, for want 
of prosecution. Abrasive products and empty containers, be- 
tween points in Conn. and Mass., over irregular routes. 

Oklahoma (Oklahoma City)—MC 40085, Sub. 12, Cain’s 
Truck Line, extension. Denial of certificate proposed. General 
commodities, with exceptions, between Wichita, Kan., and 
Hooker, Okla., over U. S. highway 54, serving no intermediate 
points, said route being an alternate route for operating con- 
venience only. 

New Hampshire (Manchester)—-MC 17650, Sub. 1, Robert’s 
Express, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, between Manchester, N. H., and 
junction of Mass. highways 12 and 110, at or near Boylston, 
Mass., as an alternate route, operating over a described route, 
with no service to intermediate points, and for operating con- 
venience only. 

Pennsylvania (Scranton)—MC 7585, Sub. 1, Nicholas Spar- 
acino, extension. Denial of certificate proposed. Household 
goods, between Scranton, Pa., and points within 50 miles of 
Scranton in Pa., on the one hand, and, on the other, points in 
N. Y., N. J., Md.,; and Conn., over irregular routes. 


Kansas (Abilene)—-MC 42326, Sub. 1, Lewis Pettijohn, ex- 
tension. Certificate proposed. Livestock, between Abilene, 
Kan., and points within 25 miles thereof, on the one hand, and 
St. Joseph, Mo., on the other; and bulk feed, from St. Joseph 
to Abilene, over irregular routes. 


Massachusetts (Springfield)—-MC 1546, Sub. 2, George F. 
Pease, extension. Certificate proposed. Boilers and boiler parts, 
from Westfield, Mass., to points in N. Y. and N. J. within 60 


miles of New York, N. Y., passing through Conn., over irreg- 
ular routes. 


lowa (Shenandoah)—MC 84677, Sub. 1, Leonard Arnold 
Davey, extension. Denial of certificate proposed, for want of 
prosecution. Livestock, between Shenandoah, Ia., and points 
within 15 miles thereof, on the one hand, and, on the other, 
St. Joseph and Kansas City, Mo., over irregular routes. 


New York (Hancock)—MC 104514, Royden E. Winne, com- 
mon carrier. Certificate proposed. Passengers and their bag- 
gage, in special operations in non-scheduled service limited to 
the transportation of not more than six passengers, exclusive 
of the driver and children under 10 years of age who do not 
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occupy a seat, between Hancock, N. Y., on the one hand, and, 
on the other, points in Wayne county, Pa., within 15 miles of 
Hancock, over irregular routes. 

Kansas (Natoma)—-MC 104717, Floyd Beisner, common 
carrier. Dismissal of application proposed, at applicant’s re- 
quest. Livestock, between Natoma, Kan., and Kansas City, 
Mo.; and general commodities, with exceptions, from Kansas 
City to Natoma, over specified routes, serving certain interme- 
diate and off-route points. 


Kansas (Abilene)—MC 757, Sub. 1, Ivan S. Whitworth, ex- 
tension. Certificate proposed. Live stock, between Abilene, 
Kan., and points within 15 miles thereof, on the one hand, and, 
on the other, St. Joseph, Mo.; bulk feed, from St. Joseph to 
Abilene and points within 15 miles thereof, over irregular 
routes. 


Wisconsin (Madison)—-MC 26560, Sub. 6, Yellow Truck 
Lines, Inc., extension. Denial of certificate proposed. General 
commodities, with exceptions, between Beloit and Milwaukee, 
Wis., via Elkhorn, Wis., utilizing Wis. highway 15 and serving 
no intermediate or off-route points not already authorized. 

Missouri (St. Louis)—-MC 44609, Sub. 25, Guy A. Thomp- 
son, trustee, Missouri Pacific Railroad Co., extension. Certifi- 
cate proposed. General commodities, between junction Kan. 
highway 9 and U. S. highway 159, and junction U. S. highway 
159 and U. S. highway 73, over U. S. highway 159, for operating 
conveniences only, serving no intermediate points, in connection 
with its presently authorized operations. 

Arizona (Phoenix)—-MC 59069, Sub. 6, Southwestern 
Freight Lines, extension. Denial of certificate proposed. Gen- 
eral commodities, with exceptions, from and to points in Ariz. 
located within 25 miles of certain regular routes over which 
operations are presently authorized. 

California (Los Angeles)—-MC 59074, Sub. 11, System 
Freight Service, extension. Denial of certificate proposed. Gen- 
eral commodities, with exceptions, from and to points in Ariz. 
located within 25 miles of certain regular routes over which 
operations by applicant are presently authorized. 

New Jersey (Trenton)—MC 103363, Sub. 2, Joseph Ko- 
waski, extension. Permit proposed. Concrete pipe, from Ken- 
vil, N. J., to points in N. Y., Md., Del., and Conn., within 250 
miles of Kenvil, and rejected shipments on the return move- 
ment; steel forms and reinforcing rods used in the construction 
of concrete pipe, between Norristown and Pittsburgh, Pa., Port 
Washington, Binghamton and Syracuse, N. Y., and Kenvil, N. J. 

Kansas (Tonganoxie)—MC 104758, C. W. Maxwell, com- 
mon carrier. Certificate proposed. Live stock, wool, live poul- 
try, eggs, seed, hay, grain, straw, empty drums, and used farm 
machinery, from Tonganoxie, Kan., and points within six miles 
thereof, to points in Mo. within the Kansas City commercial 
zone; live stock, processed mill feed, tankage, fertilizer, stock 
disinfectant, empty egg cases and poultry coops, and used farm 
machinery, from points in Mo. within the Kansas City, Mo.- 
Kan., commercial zone to Tonganoxie and points within six 
miles thereof; soy beans, from Tonganoxie and points within 
six miles thereof to St. Joseph, Mo., and points in Mo. within 
3 miles thereof; and processed mill feeds, tankage, and ferti- 
lizer, from St. Joseph, and points in Mo. within three miles 


thereof, to Tonganoxie and points within six miles thereof, all 


over irregular routes. 


EVANS WATER APPLICATION 


The Bureau of Water Carriers and Freight Forwarders, 
by a proposed report in W-428, C. Calvert Evans Contract 
Carrier Application, has recommended that the applicant be 
granted authority, as a common carrier, by self-propelled ves- 
sels, in the transportation of commodities generally, between 
ports and points on the Delaware River, Chesapeake & Dela- 
ware Canal, Chesapeake Bay and its tributary waters, and on 
inland and coastal waters of Virginia and North Caroline north 
of and including Morehead City. 

The report said that, although applicant had requested a 
permit, the record showed that he had performed transporta- 
tion for any shipper desiring his services. The business was 
usually obtained through a broker who solicited the public 
generally, it said, and that these facts showed applicant had 
not confined his services to a selected group of shippers. It 
was concluded, therefore, that he had been and was a common 
carrier. 


CENTRAL PACKAGE CAR APPLICATION 


A proposed report of the Bureau of Water Carriers and 
Freight Forwarders, in FF-12, Central Package Car Co. Freight 
Forwarder Application, embracing FF-13, Central Forwarding, 
Inc., recommends that the Commission find that Central Pack- 
age Car Co. is a freight forwarder, and that it be granted a 
permit authorizing it to forward commodities generally from 
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points in Connecticut, Delaware, Illinois, Indiana, Iowa, Ken- 
tucky, Maine, Maryland, Massachusetts, Michigan, Minnesota, 
Missouri, New Hampshire, New Jersey, New York, Ohio, Penn- 
sylvania, Rhode Island, Vermont, West Virginia, Wisconsin, 
and the District of Columbia, to all points in Texas. 

The report said that on the statutory date Central For- 
warding Co. was a common carrier subject to part II of the 
interstate commerce act, and that it was also engaged as a 
freight forwarder. As a permit to operate as a freight for- 
warder might not be issued to a common carrier, subject to 
parts I, II, or III of the act, under the provisions of section 
410, the report said Central Package Car Co. was organized 
and that it took over the freight forwarding business of Central 
Forwarding. The applicants had asked that a single permit be 
issued, it said. 


BARRE FORWARDING APPLICATION 


The Commission, division 4, by a permit in FF-17, Barre 
Forwarding Co. Application, effective April 6, has authorized 
Leonard R. Hutchinson and J. Frank Perry, doing business as 
Barre Forwarding Co. of Barre, Vt., to operate as a freight 
forwarder in the transportation of granite from points in Ver- 
mont to points in Illinois, Iowa, Kansas, Maryland, Michigan, 
Minnesota, Missouri, Nebraska, Ohio, Pennsylvania, South Da- 
kota, and Wisconsin. 





Forwarder Tariff Protest 


Middlewest Motor Freight Bureau has asked the Commis- 
sion to suspend various provisions of supplement No. 11 to 
I. C. C. FF-1, issued by Mutual Distributing, Inc., and Agent 
A. R. Fowler’s FF-I. C. C. No. 1, both effective February 15. 
The proposed reduced class rates, said the bureau, were unjust 
and unreasonable and in violation of section 404 of the inter- 
state commerce act. 

The bureau pointed out that previous class rates applicable 
were classes 1, 2, 3, and 4, governed by Agent C. F. Jackson’s 
National Motor Freight Classification FF-I. C. C. No. 12, and 
subject to exception ratings provdied in four different items in 
his publication. The carrier now proposed to continue to use 
the National Motor Freight Classification, and to establish in 
lieu of the exceptions an exceptions tariff, said the bureau, 
adding that it had not as yet seen a copy of the exceptions 
tariff, Agent A. R. Fowler’s FF-I. C. C. No. 1, but understood 
that it set forth certain exceptions ratings supposed to be on a 
level maintained by the bureau. If the exceptions ratings were 
on the level of the bureau’s, it said, they nevertheless resulted 
in provisions lower than those maintained for its carriers for 
the reason that the class rates on which such exception ratings 
were applicable were on a lower level. The proposed publica- 
tion constituted a destructive competitive practice, it said. 

As an example, the bureau said a rate of 46 cents was 
applicable from Chicago to the Twin Cities, and that this rate 
should be used for determining the reasonableness of the pro- 
posed adjustment, although the motor carriers maintained a 
rate of 41 cents which, it said, Mutual seldom used. There was 
a handling charge at the Twin Cities under Mutual’s method 
of operation, for which 3 cents should be used, it said; that the 
cost of making pick-ups in Chicago was in excess of that in 
the Twin Cities and a reasonable average expense of 15 cents 
a hundred pounds should be used. Mutual’s minimum cost, 
therefore, on movements between Chicago and Fargo, N. D., 
were 15 cents pick-up; 46 cents freight to the Twin Cities; 
3 cents handling at the Twin Cities; 43 cents freight to Fargo; 
7 cents delivery; and 15 cents overhead, making a total of 
$1.29, it said. Between Chicago and Fargo rates as low as 99 
cents were proposed to be established, said the bureau, and 
named other points at which it alleged the reduced rates pro- 
posed would be unreasonable. 


MOTOR FINANCE CASES 

MC F-2402, Nathan A. Shevell—Control; Apex Express, Inc.—Pul- 
chase—John A. Patterson Trucking Corporation. Application for au 
thority under section 210a(b) of Apex Express, Inc., of Perth Amboy, 
N. J., for temporary operation of a portion of the motor carrier rights 
of John A. Patterson Trucking Corporation, denied. 

MC F-2416, Howard Morf—Purchase—Blake Messinger. Application 
for authority under section 210a(b) of Howard Morf, of Boise, Idaho, 
for temporary operation of motor carrier rights of Blake Messinge!, 
doing business as Messinger Truck, of Salt Lake City, Utah, granted 
with conditions. 

No. MC F-2260, Eldon H. Countryman et al.—Operation—Boswell 
Brothers Motor Freight, Inc. (Earl Kuhn, receiver). Application of 


Eldon H. Countryman, Arthur J. Platten and Bernard H. McKerriné, 
partners doing business as Trailer Transport Co. of Flint, Mich., for 
authority to operate and manage the properties of Boswell Brothers 
(Earl Kuhn, receiver), of Detroit, Mich., dismissed. 


Motor Freight, Inc. 
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Central ‘ erritory Motor Rates 


The Central States Motor Freight Bureau has filed tariffs 
providing for a four per cent increase in all rates and in charges 
for accessorial services in Central Territory to become effective 
March 5. The bureau, in a letter to chambers of commerce and 
other commercial organizations in the territory, explained that 
the increase was necessary because of the revenue needs of 
common carriers by highway, and said that conditions obtain- 
ing in the industry at the present time ought to persuade 
eirpers, a to protest the tariffs (see Traffic World, January 
15, p. 137). 

At the offices of the bureau it was reported, February 5, 
that no replies had been received indicating that the Commis- 
sion would be asked to suspend the tariffs. On the contrary, 
it was said, several communications were received indicating 
that shippers’ organizations were aware of the acute revenue 
needs of the motor carriers and would make no protest. 

Grant Arnold, assistant manager of the transportation 
bureau of the Detroit, Mich., Board of Commerce, wrote that 
the bureau’s shippers’ transportation committee had met, dis- 
cussed the matter and had “decided not to ask for the suspen- 
sion of these increases.” L. Lacroix, manager of the transpor- 
tation department of the Evansville, Ind., Chamber of Com- 
merce, said in a letter, that a meeting of shippers in that area 
had decided not to oppose the increases “in view of present 
abnormal conditions.” C. H. Winslow, traffic manager of the 
Kalamazoo, Mich., Chamber of Commerce, said that, while his 
organization did not intend to ask for suspension of the tariffs, 
it was the hope that the rates would be filed as temporary 
increases with an expiration date that would provide for auto- 
matic expiration after a stated period of time or when the 
conditions that necessitated the increases ceased to exist. 


MOTOR REPORT FORMS 


The Commission, division 1, by an order headed “Monthly 
and Quarterly Reports of Class I Motor Carriers of ‘Passen- 
gers,” has vacated its order of April 3, 1943, and prescribed 
monthly and quarterly report forms which it requires each 
Class I common and contract motor corrier of passengers sub- 
ject to the provisions of section 220 of the interstate commerce 
act to file in duplicate, under oath, with the Commission’s 
Bureau of Motor Carriers. The monthly report form is to be 
filed beginning with the month of January, 1944, and the quar- 
terly report form is to begin with January 1, 1944. The reports 
are to be filed within 30 days after the close of the period to 
which they relate. , 

In a covering notice Secretary Bartel, of the Commission, 
called attention to the principal revision of the monthly report 
representing, he said, the separation of intercity from local 
and suburban schedules to reflect statistical data for each, 
according to definitions contained in the notice. It was con- 
templated that each carrier would segregate data on the basis 
of these distinctions, said he, keeping in mind that local and 
suburban service was intended to cover mass transportation 
performed with frequent schedules at zone rather than mileage 
fares within a metropolitan area. 


ALLIED VAN LINES APPLICATION 

Independent Movers & Warehousemen’s Association, Inc., 
has petitioned the Commission for further hearing in MC 15735, 
Allied Van Lines, Inc., Common Carrier Application, and 
MC 15735, Sub. 1, Same, Extension, and has asked that hearing 
be assigned at Columbus, O., in place of the hearing scheduled 
at Washington, D. C., for February 15. The hearing at Co- 
lumbus was requested in order that W. V. Blake, superintend- 
ent of rates and services for the Public Utilities Commission 
of Ohio, might appear as a witness without having to travel 
to Washington. As an alternative, the association asked that 
the February 15 hearing be reassigned and that a subpoena 
be issued requiring the attendance of Mr. Blake. 

Mr. Blake was entirely willing to testify as to the “de- 
plorable conditions in the state of Ohio,” the league said, and 
referred to a letter written by Mr. Blake to the Department 
of Justice, at Washington, brought to the attention of the hear- 
ing, held recently at Chicago, by Wilbur LaRoe Jr., represent- 
ing the association (see Traffic World, Jan. 29, p. 268). 

_ “The substance of this letter is that a very serious problem 
exists in the state of Ohio because of the difficulty of enforcing 
the motor vehicle laws due to the claims of a substantial num- 
ber of uncertificated carriers that they are part of the organ- 
ization known as Allied Van Lines, Inc., and that they may 
with impunity continue to operate under the claimed rights 
of that organization,” said the association. 

_ Mr. LaRoe had described the letter in a general way at the 
Chicago hearing, said the association, and had indicated that 
if Mr. Blake would not appear voluntarily as a witness, a sub- 
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poena would be requested. Examiner Croft had remarked that 
the Commission was loath to grant subpoenas for state officials, 
it continued, and that thereupon Mr. LaRoe had sent a tele- 
gram to Mr. Blake asking if he would appear voluntarily at 
the Washington hearing, but that no reply had been received. 
Mr. Blake had ‘advised Mr. LaRoe, said the association, that 
two reply telegrams sent him had been returned. 


Motor Rate Restriction Protests 


The Commission should suspend supplement No. 23 to tariff 
MF-I. C. C. No. A-33, filed by Transamerican Freight Lines, 
Inc., to become effective February 17, said the Secretary of 
War, and the Price Administrator. Transamerican had filed no 
exceptions to the proposed report of the examiner in I. and S. 
M-2233, Transamerican Freight Lines-Classes in Central Ter- 
ritory, embracing I. and S. M-2253, Transamerican Freight 
Lines-Classes, said the protestants, although the examiner had 
recommended cancellation of rates similar to those in the pro- 
tested supplement (see Traffic World, Jan. 8, p. 69). 

The Secretary of War said that certain items in the sup- 
plement would make the lowest rates applicable to traffic trans- 
ported jointly by Transamerican, and Boss-Linco Lines, Inc., 
or Hamblen Bros. Express, or Stott & Davis Motor Express, 
class 70 on less-than-truckloads, and class 60 on truckloads. 
Under present tariff provisions, said he, it appeared that class 
50 was now the lowest rate applicable to such traffic in less- 
than-truckloads and in truckloads, except that class 70 was ap- 
plicable as the minimum on less-than-truckload traffic trans- 
ported jointly by Transamerican and Boss-Linco. The rate re- 
strictions proposed would result in increases ranging from ap- 
proximately 7 to 40 per cent, the secretary said, and that 
Transamerican’s failure to file exceptions to the aforemen- 
tioned examiner’s report would seem to indicate an admission 
that rate restrictions of this nature were unlawful. The secre- 
tary said the restrictions should not be established pending a 
determination of the issues raised in the suspension proceed- 
ings, and in MC C-360, Minimum Class Rate Restrictions— 
Central and Eastern States. ‘ 

Referring to the suspension proceedings, the Price Admin- 
istrator said it appeared that Transamerican was “attempting 
to circumvent the findings of the Commission by proposing in- 
creased rates in another form to give increased revenues sought 
in I. and S. M-2233 and M-2253.”” It was apparent, he said, that 
Transamerican was attempting to obtain its full local rate to 
point of interchange with connecting carriers rather than con- 
tinue the present joint through rates, Transamerican having 
alleged, according to the administrator, that the increases were 
due to elimination of carriers who had served the points or 
where they had found the connecting carriers could not serve 
the points by direct transfer. 

The justification appeared rather vague when considering 
the scope of territory involved, he said. The administrator said 
it was proposed to increase rates in some instances as much as 
100 per cent between certain points in so-called Central Freight 
Association Territofy. 


COTANT TRUCK ACQUISITION 

By an order in MC F-2354, Garrett Freightlines, Inc.— 
Control—Cotant Truck Lines, Inc., involving a request on the 
part of Garrett Freightlines, Inc., of Pocatello, Ida., for acqui- 
sition of control of Cotant Truck Lines, Inc., also of Pocatello, 
and for temporary operation of its properties, the Commission, 
division 4, has granted temporary authority to Garrett to oper- 
ate the Cotant properties for not exceeding 180 days from 
January 27. By an order of January 4 the Commission had 
= the temporary authority (see Traffic World, Jan. 8, p. 

>. 

The instant order said that failure to grant the temporary 
authority might result in destruction of or injury to the Cotant 
properties, or interfere substantially with their future useful- 
ness. 


TRUCK TARIFF PROTEST 


Dealing with a situation arising out of the Commission’s 
ruling that the contract carrier operations of Lee Brothers, 
Inec., of Chicago, be discontinued, on a finding that its opera- 
tions were those of a common carrier, the Commission has 
issued two orders. 

By an order in MC 44761, Lee Brothers, Inc., Contract 
Carrier Application, the Commission, division 5, has extended 
to May 5 the date on which the carrier was required to dis- 
continue contract carrier operations. 

By an order in I. and S. M-2365, the Commission has sus- 
pended from February 5 until May 5 the operation of tariffs 
MF-I. C. C. Nos. 9 and 10, and supplement No. 1 to schedule 
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MF-I. C. C. No. 8, filed by Lee Brothers. The suspended sched- 
ules proposed to establish motor common carrier class and 
commodity rates and to cancel present contract carrier mini- 
mum rates and charges, applicable between points in Illinois, 
Indiana, Michigan, New York, Ohio, and Pennsylvania (see 
Traffic World, Feb. 5). 

The rates were protested by Central States Motor Freight 
Bureau (see Traffic World, Jan. 29, p. 269), and by Eastern- 
Central Motor Carriers Association. The association made an 
exhaustive review of the items protested, and said it seemed 
that, if the respondent’s figures as reported to the Commission 
in 1943 were correct, the adjustment contained in the tariff 
could not result in a profitable operation. On the contrary, it 
said, all that could result was harm to the respondent and to 
all other common carriers attempting to serve the territory 
on a reasonable level of rates. 

At the Commission it was said that Lee Brothers, pursuant 
to the order of the Commission that it discontinue contract car- 
rier operations, had filed schedules containing common carrier 
rates on substantially the same level as its contract carrier 
schedules, and that these common carrier schedules had brought 
about the protests. 


SOUTH-NORTH MOTOR RATE PROTEST 


Master tariffs proposing increases of 4 per cent in the rates 
and charges of motor common carriers operating in southern 
territory and between the south, on the one hand, and the north 
and east, on the other, have been protested by North Carolina 
Traffic League. The tariffs involved are: Master tariff No. 1, 
issued jointly by Middle Atlantic States Motor Carrier Confer- 
ence, Inc., agent, MF-I. C. C. No. A-146 and Southern Motor 
Carriers Rate Conference, agent, MF-I. C. C. No. 326; and 
master tariff No. 1, issued by Motor Carriers Traffic Associa- 
tion Tariff Bureau, R. S. Cooper, agent, MF-I. C. C. No. 130, 
published to become effective February 21. 

In asking the Commission to suspend these schedules, the 
league also asked suspension of the schedules it said it under- 
stood Agent R. L. Weck, representing Central & Southern 
Motor Freight Tariff Association, intended to file. The associa- 
tion has been granted special permission to depart in some par- 
ticulars from the Commission’s tariff publication requirements 
(see Traffic World, Feb. 5, p. 329). 

The league pointed out that the motor carriers had con- 
tinued in effect the increases authorized in Ex Parte 148 after 
the rail carriers had been required by the Commission to re- 
move those increases. It quoted from the Commission’s fifty- 
seventh annual report to the effect that general changes in 
freight rates assumed a particular importance in time of war, 
and from the President’s directive of April 8, 1943, calling the 
attention of all government agencies concerned with the rates 
of common carriers or other public utilities to the stabilization 
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EASTERN-CENTRAL MOTOR RATES 






joned the Commission to suspend the operation of master tariff 

o. 2, MF-I.C.C. No. A-15 of Eastern-Central Motor Carriers 
Association, agent, applying between points in Connecticut, 
Delaware, Kentucky, Maine, Maryland, Massachusetts, New 
Hampshire, New Jersey, New York, North Carolina, Pennsyl- 
yania, Rhode Island, Tennessee, Vermont, Virginia, West Vir- 
ginia, and the District of Columbia, on the one hand, and, on 
the other, points in Illinois, Indiana, Iowa, Kentucky, Michi- 
gan, Missouri, Ohio, and Wisconsin. 

The master tariff, filed to become effective Feb. 18, car- 
ried increased rates and charges 10 per cent higher via motor 
carriers than contemporaneously effective via rail carriers, said 
the board, pointing out that the motor carriers had retained 
the 6 per cent advance allowed in Ex Parte 148 when the rail- 
roads were ordered to withdraw it. Prior to the increase in Ex 
Parte 148, it said, motor carriers had observed the same rates 
as applied via the rail carriers, generally speaking, and were 
on a “competitive parity.” ; 

It was the position of the board, it said, that the public 
was entitled to the economies and natural advantages inherent 
in motor carrier service and that any disparity of rates, ‘such 
as here proposed,” would throw out of line the ability to com- 
pete, thus denying the shippers and receivers a service at 
. competitive rates. The value of motor-carrier service did not 
\ justify a differential of 10 per cent over rail rates, said the 


‘poard. The differential proposed would result in diversion of 


freight to other modes of transportation, it said. 


COMMISSION ORDERS 
No..29022, Midland Flour Milling Co. et al. vs. A. T. & S. F. et al., 
and No. 29021, Bernhard Stern & Sons, Inc., vs. C. & N. W. et al. 


/ The Louisville Board of Trade, Louisville, Ky., has peti-\ 


TRAFFIC WORLD 


Motion of defendants to make complaints more definite and certain 
overruled. 

MC F-1936, Refiners Transport & Terminal Corp., purchase, Mar- 
shall Transport Co., Inc., and Warren C. Marshall. Time within which 
petitions for reconsideration may be filed, extended to February 12. 

MC 504 Sub. 1, Louis Patz, common carrier application. Reopened 
for reconsideration solely to determine extent of territory to which 
applicant is entitled to continue transportation of abrasive materials 
from Pittsburgh, Pa., and points in Ohio. Order of August 11, 1943, as 
subsequently modified. to become effective March 31, in so far as it 
denied above-described operations, vacated. 

Finance 14366, Chesapeake & Ohio proposed stock. Time within 
which applicant may file a petition for rehearing, reargument, or 
reconsideration with respect to report and order of December 14, 1943, 
extended to and including March 1. 

W-359, Cornell Steamboat, contract carrier application. Effective 
date of certificate and order of February 2, 1943, as amended, further 
postponed to May 1. 

W-551, Blaske Lines, contract carrier application. Reopened for 
reconsideration and hearing. Effective date of certificate and order of 
December 3, 1943, further postponed until further order of Commission, 

MC 2835 Sub. 8, Adirondack Transit Lines, Inc., common carrier 
application. Order of November 12, 1943, in so far as it dismissed 
application, vacated. Reopened for hearing. 

MC 11679, August Apel, Jr., common carrier application, and 
MC 76624, August Apel, Jr., contract carrier application. Reopened for 
further hearing. Order of April 29, 1943, effective June 24, 1943, in so 
far as it denied applications, vacated. 

MC 42681, Stuart Welsh, common carrier application, and MC 42681 
Sub. 1, Stuart Welsh, extension, Alabama. Proceeding in MC 42681 
Sub. 1, reopened for reconsideration solely to determine whether public 
convenience and necessity require operation by applicant as a common 
carrier by motor vehicle of household goods as defined in Practices of 
Motor Common Carriers of Household Goods, 17 M. C. C. 467, in 
interstate or foreign commerce, over irregular routes, between New 
York, N. Y., points in Massachusetts, Connecticut and Rhode Island, 
and points in New Jersey and New York within 50 miles of New York, 
N. Y., on the one hand, and, on the other, points in Alabama, Con- 
necticut, Delaware, Florida, Georgia, Illinois, Indiana, Iowa, Kentucky, 
Maine, Maryland, Massachusetts, Michigan, Minnesota, Mississippi, 
Missouri, New Hampshire, New Jersey, New York, North Carolina, 
Ohio, Pennsylvania, Rhode Island, South Carolina, Tennessee, Vermont, 
Virginia, West Virginia, Wisconsin and the District of Columbia. 
Order of September 13, 1943, as subsequently modified to become ef- 
fective February 15, only in so far as it denied application in MC 
52681 Sub. 1, vacated. 

MC 79577 Sub. 5, Oilfields Trucking Co., extension, Arizona. Re- 
opened for reconsideration. Order of August 20, 1943, denying appli- 
cation, effective November 2, 1943, vacated. 

MC 100558, Robert McIntosh Howard, common carrier application. 
Report and order of December 21, 1942, modified so as to authorize, in 
addition to authority granted in said report and order, service at Port 
Wentworth, Ga., as an off-route point for pick-up of sugar destined to 
Orlando, Fla. This order shall become effective March 15, unless prior 
thereto any party-in-interest shall show cause, if any there be, in a 
writing verified under oath, why report and order of December 21, 
1942, should not be modified in manner described above. 

W-896, Newtex Steamship Corp., common carrier application. Peti- 
tion of Bull Steamship Line, Pan-Atlantic Steamship Corp., Seatrain 
Lines, Inc., and Southern Steamship Co., protestants, to postpone 


hearings in proceeding pending filing and receipt of information re- 
ferred to in petition, denied. 


ay 


~~, 


PETITIONS FOR REHEARINGS, ETC. 


MC F-2231, A. V. Kennedy et al., control; K. & L. Transportation 
Co., Inc., purchase, Georgia Motor Express, Inc. K. & L. Transporta- 
tion Co., Inc., asks for authority temporarily to operate motor carrier 
properties of Georgia Motor Express, Inc., and time for consummation 
of purchase be extended for an additional six months. 

MC F-2398, Carolina Transportation Co., purchase, L. Russell Stall- 
ings, Mrs. Annie Stallings and John L. Barbee, dba Stallings Transfer 


Service. Applicants ask for reconsideration of order of Commission of 
January 6. 


Cc. & 0. CONTROL INVESTIGATION 


The Commission, on its own motion, by an order in No. 
29085, Control of Chesapeake & Ohio Railway Co., New York, 
Chicago & St. Louis Railroad Co., Pere Marquette Railway Co. 
by Alleghany Corporation—Robert R. Young—Allan P. Kirby, 
has entered on an investigation for the purpose of determining 
whether Alleghany Corporation, Robert R. Young, or Allan P. 
Kirby were violating the provisions of paragraph (4) of sec 
tion 5 of the interstate commerce act. 

The order said control of the carriers might have been 
acquired by Alleghany Corporation and the persons mentioned, 
and that they might be continuing to maintain control of the 
aforementioned carriers, and other carriers. If such violatior 
was found, the order said, the investigation was for the purposé 
of entering an order or orders requiring said persons, or either 
of them, and any other person or persons participating therell, 
to take such action as might be necessary in the Commissions 
opinion to prevent continuance of such violation. 

Mr. Kirby is president, and Mr. Young chairman of the 
board of directors, of the Alleghany Corporation. 
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February 12, 1944 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffie World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5284, the Commission has suspended from 
February 13 until September 13 the operation of certain sched- 
ules as set forth in supplements 129 and 130 to Agent R. H. 
Hoke’s tariff I. C. C. No. 484. The suspended schedules pro- 
pose to increase the rate on lime in carloads, from Mosher 
and Ste. Genevieve, Mo., to Baton Rouge, La.; from 384 cents 
to 420 cents a net ton. 

In I. and S. M-2366, the Commission has suspended from 
February 6 until September 6 the operation of tariff MF-I. C. C. 
No. 3 of Duncan Trucking Co., Inc., Bronx, N. Y. The sus- 
pended schedules propose to increase and reduce commodity 
rates on building materials, lumber and products, and stoves 
and parts from, to and between points in Connecticut, Massa- 
chusetts, New Jersey, New York and Pennsylvania. 


Cc. & B. STEAMSHIP TEMPORARY AUTHORITY 


The Commission, division 4, by an order in W-893, Cleve- 
land & Buffalo Steamship Co. Temporary Authority Applica- 
tion, has authorized the C. & B. to operate as a common carrier 
by self-propelled vessels in the transportation of passengers 
between the ports of Chicago, Ill., and Benton Harbor and St. 
Joseph, Mich., including non-stop excursion cruises on Lake 
Michigan from and returning to these ports. The order is to 
continue in force until Dec. 31. It said there was an immediate 
and urgent need for the service and that there was no other 
carrier service capable of meeting the need. 


Hoech-Smith Southern Grain Case 


The Public Service Commission of Utah has filed with the 
Commission its exceptions to the proposed report of Examiner 
Frank W. Weaver in No. 17000, Rate Structure Investigation, 
Part 7-A, Grain and Grain Products to and Within Southern 
Territory, and I. and S. No. 4208, Grain to, From and Between 
Southern Territory. In that proceeding, the examiner recom- 
mended 25 findings (see Traffic World, Sept. 4, p. 514), and 
the Utah commission excepted to the following statement in 


, the report: 


In view of the pesition assumed by the mountain-Pacific interests 
the Commission should make no definite findings at this time relative 
to rates from this territory. However, it would seem that the rates 
herein propcsed from Missoula, Mont., would result in a proper level 
of maximum rates from mountain-Pacific territory to the south, if 
applied as a common or group basis from all mountain-Pacific produc- 
ing points, including points in western Montana, subject to a minimum 
weight of 60,000 (footnote: To become effective when outstanding 
emergency orders governing carloadings are vacated or withdrawn) 
pounds on both wheat and flour. 


The commission said while it was true that the soft wheat 
of (northern) Idaho, Washington and Oregon was extremely 
popular with southern consumers and highly competitive with 
flour milled and blended at the northern gateways from the 
soft red wheat of Illinois, Indiana, and Ohio, it was also true 
that (northern) Idaho, Washington and Oregon were not the 
only mountain-Pacific states shipping grain and its products to 
the south. Utah and southern Idaho also shipped considerable 
quantities of these products to the south, it said, and the excep- 
tion was to any proposal that the rates from Missoula to the 
destination territory involved should also apply to the move- 
ment of the same commodities from Utah to the same destina- 
tions. If rates were to be prescribed on those commodities to 
the south and southeast from western territory, the -commis- 
Sion said, the same rule and system of rates should apply to 
the entire western district, including the mountain-Pacific states 
and should, to some extent at least, be governed by the dis- 
ees involved, under the well-established principles of rate 

aking. 

The so-called “rate-break system” imposed too much of a 
burden on the mountain-Pacific producers and shippers of 
grain, as depicted in the proposed report, said the commission, 
and that the imposition of rates from Utah and adjoining states 
based on mileages much greater than the actual distances in- 
volved would be wholly unjustified, and called attention to 
the smaller distance by 285 miles from Ogden, U., to Columbus, 
Miss., than from Missoula to Columbus. 

_._ The Commission should follow the usual rate-making prin- 
ciples, the Utah commission said, whereby the car-mile and ton- 
mile earnings for longer distances should be lower than for 
Shorter distances, and the rates from the western district, in- 
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cluding mountain-Pacific region origins, should be reasonably 
related to the actual distances involved. 





PIONEER WATER APPLICATIONS 

By a certificate of exemption and order in W-575, Pioneer 
Transport Co. Applications, the Commission, division 5, has 
declared Pioneer Transport Co., of Seattle, Wash., exempt 
from the provisions of part III of the interstate commerce act 
in accordance with section 303(h). The order said the carrier 
was engaged in the transportation of property, for compensa- 
tion, solely for Pioneer Sand & Gravel Co., which, it said, 
owned all the voting stock of the carrier. The holding of the 
certificate, made effective March 18, was conditioned on the 
carrier’s continuance of such transportation, and the continued 
ownership of the carrier’s stock by Pioneer Sand & Gravel Co. 


EXPLOSIVES REGULATION 

By an order in No. 3666, In the Matter of Regulations for 
Transportation of Explosives and Other Dangerous Articles, 
the Commission, division 3, has amended the commodity list of 
explosives and other dangerous articles in its order of August 
16, 1940, by adding carbopropoxide, stabilized, and carbopro- 
poxide, unstabilized. The order also amended the regulations 
applying to shippers in the aforementioned order as to packing 
the products, in each case noting that shipments were au- 
thorized for transportation by motor carrier only. 

The order was made effective February 1. 


G. & F. MAIL RATES 


Georgia & Florida Railroad, and W. V. Griffin and H. W. 
Purvis, its receivers, have petitioned the Commission in No. 
9200, Railway Mail Pay, for reopening, rehearing, reconsid- 
eration, and reargument if necessary, in order to offer the 
Commission copies of new exhibits prepared for the Post Office 
Department, and in connection with a suit pending in the 
United States Court of Claims for mail compensation. 

The petition said the railroad was hopeful that if the Com- 
mission would receive, consider, and act on this new evidence, 
it would be no longer necessary to proceed with the suit in the 
court of claims. It pointed out that the Commission, division 
5, in its report of May 10, 1933, 192 I. C. C. 779, had denied 
the road’s application for increased compensation. The new 
actual cost study it desired to offer the Commission, said the 
railroad, would show that pay received for carrying the mails 
fell substantially short of operating cost. 


MONON REORGANIZATION 


Judge Michael L. Igoe of the federal district court at Chi- 
cago, February 9, entered an order on his own motion fixing 
March 15 as the final date on which counsel for parties to the 
Chicago, Indianapolis and Louisville Railway reorganization 
may file their objections to the reorganization plan, as modified 
by the Commission last month (see Traffic World, Jan. 15, 
p. 129). The court set April 20 as the date for hearing on the 
objections, if any. 

Judge Igoe also set March 15 as final day for filing claims 
for expenses incurred in the proceedings up to February 15. The 
order provided that copies of the claims must be sent to the 
Commission for the fixing of maximum limits of allowances. 


MILWAUKEE REORGANIZATION 


Modification of the Commission’s second supplemental re- 
port and order in Finance No. 10882, Chicago, Milwaukee, St. 
Paul & Pacific Railroad Co., Reorganization has been asked 
by three groups, and by the debtor road. 

The group of institutional investors and the mutual savings 
bank group asked the Commission to remove any possible 
doubt as to the negotiability of the new first mortgage and 
general mortgage bonds. 

The protective committee for holders of the 5 per cent 
convertible adjustment mortgage bonds, and the National City 
Bank of New York and William W. Hoffman, trustees under 
the adjustment mortgage, objected to restrictions on the pay- 
ment of dividends on the common stock, and the provisions for 
a voting trust. The former group asked authority to provide 
designation of one member of the reorganization committee, and 
payment of the indebtedness to the Reconstruction Finance 
Corporation. National City Bank and the trustees objected to 
the change in the effective date of the reorganization plan. 

The debtor railroad asked the Commission to modify the 
plan to provide for an increase in total capitalization that would 
adequately reflect the increase in the capitalizable value of the 
debtor’s estate, to find and fix a value for the equity of the 
stockholders, and to permit them to participate in the reorgan- 
ization. 

George S. Ingraham, holding $2,066,000, and appointee of 
certain powers under the will of his sister, Frances T. Ingraham, 
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whose estate holds $2,700,000, principal amount of the debtor’s 
5 per cent convertible adjustment bonds, has petitioned the 
Commission for modification of the plan of reorganization ap- 
proved by the Commission in Finance No. 10882. 


He objected to the provision that no dividends should be 
paid on the common stock until three consecutive years of 
dividends had been paid on the preferred stock. He concurred 
in a suggestion made by the “Park group” holders that a new 
paragraph be included in sub-division 1 of the Commission’s 
order of Dec. 6, 1943, to read: 


In view of the earning experience of the debtor in the years 1941, 
1942 and 1945, and the payments made therefrom to creditors receiving 
the series A preferred stock under the plan such payment shall for all 
purposes of the plan be deemed to have been dividends paid on the 
series A preferred stock at the rate of 5 per cent per annum in respect 
of each of said three years. 


Cc. & N. W. REORGANIZATION 


The federal district court at Chicago, February 4, author- 
ized the reorganization managers for the Chicago and North 
Western to ask the Commission for permission to exchange 
bonds of the debtor, Chicago and North Western Railroad, for 
new bonds and stock to be issued in the name of the reorgan- 
ized Chicago and North Western Railway. The court order 
provided that the managers could seek “other relief” as needed, 
including request for Commission approval of an arrangement 
with the Reconstruction Finance Corporation covering dis- 
charge of the finance corporation’s claim of $42,250,133, in- 
curred prior to reorganization proceedings. Under the recon- 
struction finance act, the R. F. C. has authority to settle such 
claims for the full amount of its principal claim plus a “rea- 
sonable interest.” The R. F. C. indicated early in the proceed- 
ings it was willing to make such a settlement. 


The court gave permission to Claude A. Roth, trustee, to 
buy nine diesel switching locomotives, additional to 30 such 
locomotives covered in preivous orders, and to pay cash for 
five of the locomotives ready for delivery. The court author- 
ized the trustee to pay cash later for any other of the locomo- 
tives delivered this year. The total amount of the cost for the 
39 pieces of equipment would amount to $2,859,250. 


ASSOCIATED TRANSPORT RIGHTS 


Super Service Motor Freight Co., of Nashville, Tenn.; 
Mason & Dixon Lines, Inc., of Kingsport, Tenn.; and Hoover 
Motor Express Co., Inc., of Nashville, have filed suit in the 
federal court for the southern New York district asking the 
court to set aside the order of the Commission on reconsidera- 
tion in MC 76037, Southeastern Motor Lines, Inc., Common 
Carrier Application, embracing MC 76037, Sub. 1 and MC 
60451, Sub. 1, Same, Extension of Operations. In those pro- 
ceedings, with Commissioner Lee concurring, and Commission- 
ers Mahaffie, Miller, Rogers and Patterson noting dissents, the 
Commission denied “grandfather” right to Associated Trans- 
port, Inc., as successor in interest to the applicant in MC 76037, 
affirming the findings in the prior report 41 M. C. C. 671. At 
the same time, in MC 76037, Sub. 1, and MC 60451, Sub. 1, the 
Commission reversed the findings in the prior report and found 
that present and future public convenience and necessity re- 
quired operations by Associated as a common carrier of gen- 
eral commodities, with exceptions, between Nashville and Knox- 
ville, Tenn., over a specified route, with service at no inter- 
mediate points (see Traffic World, Nov. 27, p. 1315). 


The main contentions of the complainants in the New York 
court were that the Commission’s finding of public convenience 
and necessity was based on evidence of past unlawful opera- 
tion by applicant and its successor “with full knowledge of 
the unlawfulness of the said operation and under the pretense 
that the said operation was a continuation of an operation in- 
stituted prior to June 1, 1935”; and that, although the Com- 
mission had said the record contained no evidence as to the 
fitness, willingness, or ability of the applicant’s successor to 
conduct the proposed service, the Commission had nevertheless 
found that Associated was fit, willing, and able to conduct the 
service 


SUITS ON VESSEL DAMAGE OR LOSS 


The House has passed and sent to the Senate H. R. 3257, 
authorizing the suspension of the statute of limitations until 
not more than four years after the war, with respect to suits 
against the United States arising out of loss or damage of 
vessels involved in war risk insurance agreements or insurance 
policies issued by the Maritime Commission under title II of 
the merchant marine act, 1936, as amended. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





(District Court, E. D. New York.) In libel by consignee 
against ocean carrier for damage to cargo caused by leaky 
drum, petition by impleaded respondent stevedores, who dis- 
charged drum from railroad barge, to implead railroad, was 
sufficient as ascribing to railroad sufficient participation in 
transaction to justify the impleading of railroad. Admiralty 
Rules, rule 56, 28 U. S. C. A. following section 723. (Armco 
— Corporation vs. Rederi A/S Disa, 52 Fed. Supp. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of North Carolina.) Where matter came 
into superior court on appeal by trucking company from a 
denial by the Utilities Commission of a certificate of public 
convenience and necessity, the denial was presumed to be valid 
and was not to be disturbed unless denial was clearly unrea- 
sonable and unjust, and in determining such question the scin- 
tilla rule was not applicable. C. S. Sec. 1098. 

The presumption that denial by Utilities Commission of 
application of trucking company for a certificate of public con- 
venience and necessity was valid cannot be overcome by a 
mere inference of fact. C. S. Sec. 1098. 

An appeal may not be taken from a determination of the 
Utilities Commission simply to see how it might strike the 
court, but appellant must introduce substantial evidence in sup- 
port of his case or run the risk of an adverse verdict, and 
“substantial evidence” is more than a scintilla or a permissible 
inference. C. S. Sec. 1098. 

Under the statute, if there are exceptions to any facts on 
appeal from a determination of the Utilities Commission, trial 
is to be under the same rules applicable in other civil causes, 
except the prima facie effect to be given such determination, 
which means a trial de novo. C. S. Sec. 1098. 

What constitutes ‘public convenience and necessity’’ is 
primarily an administrative question which requires considera- 
tion of whether there is substantial public need for the service, 
whether existing carriers can reasonably meet this need, and 
whether it would endanger or impair the operations of existing 
carriers contrary to the public interest and for such reason the 
determination of the Utilities Commission is made prima facie 
just and reasonable, and it is not the intent of the statute that 
the public policy of state shall be fixed by a jury. C. S. Sec. 
1098. 

On appeal to superior court from a determination of the 
Utilities Commission granting or denying a certificate of public 
convenience and necessity, the court’s jurisdiction is neither 
original nor wholly judicial in character, and the weight to be 
given such determination in any given case is made an excep- 
tion to the usual procedure. C. S. Sec. 1098. 

Denial by Utilities Commission of application of interstate 
trucking company for certificate of public convenience and 
necessity to do intrastate business on ground that present 
intrastate carriers maintained sufficient schedules to meet 
transportation needs in a reasonable manner, and that facts 
presented did not warrant granting of application, was sus- 
tained by the evidence. C. S. Sec. 1098; Pub. Laws 1927, c. 136, 
Sec. 3(f), as amended by Pub. Laws 1933, c. 440, Sec. 1. (Utili- 
ties Commission of North Carolina vs. Great Southern T. Co., 
28 S. E. Rep. 2d 201.) 


RAILROADS AND CONDEMNATION AWARD 
In an article on page 144 of the January 15 issue of Traffic 
World, it was incorrectly stated that the Supreme Court of 
the United States had granted certiorari in No. 526, Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. et al., Petitioners, 
vs. the Chicago, Rock Island & Pacific Railway Co. et al. The 
court denied the petition for a writ of certiorari in that case. 
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February 12, 1944 


Volume Minimum Weights 


A decision dissenting justices said might well impose “a 
crippling burden” on the Commissioh was handed down by the 
Supreme Court of the United States, February 7, in No. 105, 
Eastern-Central Motor Carriers Association, Middle Atlantic 
States Motor Carrier Conference, Inc., et al., appellants, vs. 
The United States of America and Interstate Commerce Com- 
mission. 

The court sent the case back to the Commission for a 
decision on a record answering a number of questions it said 
were unanswered in the Commission’s decision in I. and S. 
M-1216, Rugs and Matting from the East to Western Trunk 
Line Territory, 34 M. C. C. 641-649, the case involved in the 
court’s decision. 

Justice Rutledge wrote the majority opinion. Justice Frank- 
furter, with whom Chief Justice Stone and Justice Reed con- 
curred, wrote the dissenting opinion. 

At issue is the Commission’s decision in I. and S. M-1216 


with respect to rates and minimum weights on hard-surface 
floor covering that: 


Upon oral. argument, we affirm the prior findings of division 3 
(31 M. C. C. 193) that the proposed rates 45 and 47.5 per cent of 
first class are not unjust or unreasonable except to the extent that the 


proposed rates, 45 per cent of first class, are subject to a minimum of 
30,000 pounds. 


We further find that the proposed rates, minimum 30,000 pounds, 
would give an unjust advantage to shippers of 30,000-pound lots and 
be unjustly discriminatory to shippers of 20,000-pound lots. 


The case was appealed from the District Court of the 
United States for the Southern District of New York. That 
court sustained the Commission’s decision. The Supreme Court 
reversed. 

The schedules in issue, said Justice Rutledge, were pro- 
posed in order to meet rail competition. He reviewed the find- 
ings of division 3 and of the whole Commission. He pointed out 
that the District Court, in sustaining the Commission’s decision, 
held that the extent to which competition should be recognized 
in arriving at just rates “is a matter, within reasonable limits, 
for the expert judgment of the Commission, and that, in ex- 
ercising its discretion, that body had met the requirements of 
section 216(i) of the motor carrier act.” 

“Notwithstanding the apparent difference between the divi- 
sion and the whole Commission, in the former’s view that the 
proposed rate minimum 30,000 pounds is unreasonable and 
the latter’s that it is both unreasonable and unduly discrimina- 
tory, the net effect is that the rate is unlawful, as a matter of 
policy which condemns all volume minimum rates unless it is 
clearly shown they will operate at costs per 100 pounds less 
than the costs incurred at reasonable loading capacity rates,” 
said Justice Rutledge. 

“Whether this policy is now intended to apply to all forms 
of transportation, rail, motor and water, without regard to 
competitive conditions affecting two or more of them, is not 
clear from the abbreviated reports made in this case,” continued 
the justice, adding: 


But their casting of the matter in terms of unqualified policy, 
dependent only upon proof of the required reduction in operating costs, 
gives both appearance and substance to the view this may be true, 
if not with respect to all carriers, then certainly with reference to 
motor carriers. .If so the effect will be, as appellants urge, not to make 
reduction in costs merely one factor, nor indeed even the most 
important factor, in determining the reasonableness and discriminatory 
or contrary character of rates. It will be rather to make reduction in 
costs the exclusive criterion, eliminating all other considerations, in- 
cluding competitive conditions amounting to necessity. Finally, the 
Commission’s review of its previous decisions, upon which appellants 
relied, shows, we think, that its purpose, in the case of motor carriers 
at any rate, is to adhere strictly to the policy and, in the manner 
made, may be taken to indicate that it contemplates no departure 
whatever. If so, the effect of the decision is not merely to adopt 
“a policy of administration,’’ as the Commission and the intervenors 
before it assert; but is rather to adopt, as a rule of law, the principle 
that only upon a showing of reduction in operating costs may a volume 
minimum rate be found reasonable and not unduly discriminatory. 


Justice Rutledge emphasized that the Commission’s regu- 
latory jurisdiction now included other agencies of transporta- 
tion than railroads, particularly motor carriers, in referring to 
decisions allowing lower rates for carload lots by rail than for 
less-than-carload shipments, involving the principle that a sav- 
ing In operations alone justified a differential. 

“That policy received judicial approval and remained con- 
trolling so long as the Commission had authority only over 
railroads,” said the justice. 

_ .‘But with the evolution of other forms of carriage, par- 
ticularly motor carriage, and the Commission’s acquisition of 
control over their rates and operations, a new situation arose. 
The Commission’s task no longer was merely the regulation of 


a single form of transport, to secure reasonable and nondis- 
criminatory rates and service. It became, not merely the regu- 
lator, but to some extent the coordinator of different modes of 
transportation.” 


Justice Rutledge referred to the national transportation 
policy declared in the transportation act of 1940 which he said, 
among other things, was designed to eliminate destructive com- 
petition not only within each form but also between or among 
different forms of carriage. 

Principles previously established for application within a 
single form of transportation could not always be transplanted 
to control its relations with another or those of both with the 
public generally, without consequences unduly harmful to one 
or to the public interest, said he, adding: 


Thus, in the problem presented by this tase, application of the 
principle that volume minimum rates will be allowed only when 
geared to a capacity loading which makes possible a real saving in 
costs of operation, may be made within either the railroad area or the 
motor area without substantial disturbance or difficulty. Each has its 
unit of carriage or loading and that unit has a substantial relation to 
costs; hence, upon the long established railroad principle, to reasonable- 
ness and the discriminatory or nondiscriminatory character of rates. 
But, as between rails and motors, the two units are different. And the 
two forms of carriage compete, unless the lower rates geared to the 
respective units are of a character that each forces the other form of 
carriage from the field. The junction of difference in available units, 
with rates geared to them, and the fact of competition or competitive 
possibility produces or may produce consequences neither the character 
of the unit nor the fact of competition, nor both together, could create 
in either form of service taken alone. In short, the very fact a rail 
carload is 30,000 pounds and a truckload 20,000, with rates respectively 
tied to these weights, may make a life-or-death difference in the com- 
petitive struggle, with consequences affecting not only the carriers but 
the public interest as well. And appellants’ argument that a 30,000- 
pound minimum is necessary to meet rail competition is at least con- 
sonant with the frequent recognition, both by the Commisison and by 
this Court, that there are occasions when it is appropriate for the 
former to consider a carriers’ need to meet other carriers’ competition 
as a factor justifying what otherwise would be an unreasonable or an 
unduly discriminatory rate. 

But whether and to what extent competition may have destructive 
effect, or other consequences hurtful to the public interest, in a 
particular situation may depend not merely on the difference in sizes 
of units, but on other factors. Each form of carriage has some inherent 
advantages over the others, such as mobility, speed, normal volume 
capucity, etc. Pure:y legal restrictions, such as limitations upon ton- 
nage placed on trucks by state laws, create like or contrary effects. 
Whether, in a particular situation, the mere difference in loading capac- 
ity or some other or others of the many important factors affecting 
competitive position will be controlling depends upon the character of, 
and_ the factors irvolved in, that situation. And this is as true of one 
form of transportation as of another when, but for rate structures 
geared solely to costs of operation, it comes within a competitive 
tangent. 

In such a situation, therefore, to tie rate differentials exclusively 
to minimum weights based on available unit size conceivably might 
allocate all shipments of that size to the form of transportation to 
which it appertains. Or, if the effect were less extensive, still it might 
impose conditions upon the competition unduly burdensome or not re- 
quired by the competitive situation and the applicable statutory poli- 
cies. Thus, appellants say the Commission’s ruling has such conse- 
quences in this case, namely, to force them to make the 45 per cent 
rate available on shipments between 20,000 and 30,000 pounds, thus 
placing the railroads at a disadvantage on such tonnages and com- 
pelling the motor carriers to reduce their rates on them below what 
the competition requires; or to compel them to forego an equality of 
rate with the railroads on shipments of 30,000 pounds and more by 
charging only the one rate of 47.5 per cent on all shipments of 20,000 
pounds and more. From these alternatives it is charged the conse- 
quence is to force the truckers ‘‘out of that very large field of traffic’’ 
and allocate it to the railroads. Whether this is the effect or not, we 
have no means of knowing on this record. Nor can we tell, other than 
by sheer acceptance of the Commission’s conclusion, in the form of its 
statement of the result and cryptic formulation of the policy on which 
it is rested, whether the proposed rates will give the motor carriers 
an undue competitive advantage as td shipments of 20,000 to 30,000 
pounds, whether there will be discrimination in fact between classes 
of shippers, or whether though these things may result in the particu- 
lar situation they will do so only by virtue of its peculiar features or 
by virtue of its conformity to conditions generally prevailing in regions 
competitive as between rail and motor carriers. 


These, and other questions of like import, remain unanswered upon 
the record. The problem is novel. It is not free from complexity, as 
appears from the Commission’s hesitant departures from, then its re- 
turn to, the long-established railroad rule, in inter-carrier situations. 
Further, the matter is one of general importance. It affects not only 
shipments of linoleum, and motor carriers, but many kinds of shipment 
and all kinds of carriers within the Commission’s jurisdiction. It may 
touch vitally the public interest. It involves, to some extent, the im- 
portant task of reconciling previously established railroad policies with, 
or adapting them to, the requirements of the presently effective Na- 
tional Transportation Policy and its application to a coordinated trans- 
portation system. Upon a matter of such consequence and complexity, 
our function in review cannot be performed without further foundation 
than has been made. 

We do not mean by this to imply that the result the Commisison 
has reached would not be sustained if a sufficient basis were supplied 
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in the record. We do not undertake to determine what result the Com- 
mission should reach. But we cannot say the one at which it has 
arrived has the sanction of law without further basis than we now have. 
This in itself requires reversal. Consequently we need not speak con- 
cerning appellants’ other contentions, except insofar as the pertinence 
of some of them to the necessary further proceedings requires. 

Appellants’ broadest contention must be rejected at this stage. 
It is, in effect, that as a matter of law, in the particular circum- 
stances competitive necessity becomes the controlling consideration, 
and costs of operation, that is the requirement that minimum volume 
rates be geared to loading capacity, become immaterial. That view 
must be rejected for the same reason as requires rejection, on this 
record and until further buttressed, of the Commission’s converse view 
that costs exclusively control and competition becomes immaterial. 
Conceivably particular circumstances might make one or the other 
factor predominant and, in such a situation, the choice would be for the 
Commission to make, upon a proper weighing of the facts and oppos- 
ing policies possibly applicable. Whether in any case this contention 
of appellant could be accepted may be doubtful. Certainly it should 
not be in advance of further action by the Commission and then only 
in circumstances which would justify it as being in the public interest 
so clearly that no other view would be tenable. 

Appellants also say that as a matter of law there could be no 
unjust discrimination in the present circumstances, since they insist 
there is no showing, upon the facts, that different classes of shippers 
would be affected. On the contrary they assert that all shippers 
actually are in the same class and all are free to avail themselves of 
the alternative rates above 20,000 and 30,000 pounds, 47.5 per cent 
and 45 per cent, respectively, as they please. But the only bases 
for this assertion are, first, the absence of any finding that the avail- 
ability of the 45 per cent rate, minimum 30,000 pounds, ‘‘would in 
practical effect be confined to only a few or a particular class of 
shippers’’ and the further assertion that no such finding could be 
made, since 30,000-pound shipments of linoleum ‘‘are the normal units 
of quantity purchase and sale as revealed by the railroad carload rates 
which apply between the same localities only on shipments of 30,000 
pounds.’’ Obviously, as the Commission noted, the mere existence 
of these rates in the tariffs hardly could be taken to prove the con- 
clusion appellants sought to draw from that fact. Certainly it could 
not be taken as conclusive evidence. Whether or not, however, the 
proposed rates in fact would operate to create an undue discrimination 
between shippers, or classes of them, is a matter upon which the 
record factually throws no light. It is therefore one for further 
examination by the Commission. 

In returning the case we emphasize that we do not question the 
Commission's authority to adopt and apply general policies appropriate 
to particular classes of cases, so long as they are consistent with the 
statutory standards which govern its action and are formulated not 
only after due consideration of the factors involved but with sufficient 
explication to enable the parties and ourselves to understand, with 
a fair degree of assurance, why the Commission acts as it does. Cf. 
United States vs. Carolina Freight Carriers Corp., 315 U. S. 475, 488, 
489. Observance of this requirement is as necessary when an estab- 
lished policy is being extended to new and significant situations as 
when a new policy is being formulated and applied in the first instance. 
We do not undertake to tell the Commission what it should do in this 
case. That is not our function. We only require that, whatever result 
be reached, enough be put on record to enable us to perform the limited 
task which is ours. 

The judgment is reversed. 


Dissenting Opinion 


Justice Frankfurter, in the dissenting opinion in which the 
Chief Justice and Justice Reed concurred, in part, said: 


If the sole issue were whether there would be discrimination in 
favor of the 30,000 pound lot shipper as against the 20,000 pound lot 
shipper, clearly the Commission could find as it did, and the court 
below properly did not undo what the Commission did. 48 F. Supp. 
432. Is there in fact more? The appellants contend that rail competi- 
tion excuses and legalizes the discrimination beyond the Commission’s 
power to condemn. This court does not yield to this claim, but it does 
hold that either the Commission must state with particularity why the 
evidence of competitive conditions in this record is so vague and in- 
adequate as to afford no justification for discrimination, or, in effect, 
requires the Commission to proceed with a full-dress investigation of 
the entire competitive relations between motor and rail carriers. 

The Commission, on the basis of the evidence before it, concluded 
that ‘“‘The competition between rail and motor carriers for linoleum 
traffic does not constitute such a dissimilarity in circumstances and 
conditions as to render legal the proposed discrimination.’’ Prior de- 
cisions of this court surely do not require greater explication of the 
reasons on which the Commission’s conclusions are based. ... But 
we should not be more exacting of reports of the Interstate Commerce 
Commission explaining its orders than we are of the opinions of lower 
courts whose judgments come before us for review. 

Nothing in this record calls for more explicitness than is ordinarily 
demanded. For nothing in the record requires the Commission to dis- 
cuss the conceivable validity of proposed schedules which, aside from 
competitive conditions, are manifestly discriminatory. Such discrimina- 
tory rates were supported by a bare recital that railroad rates are 
nominally lower than motor carrier rates and that the business of one 
motor carrier has decreased. ... 

The present ruling apparently imposes upon the -Commission the 
duty of pursuing such complicated and far-reaching investigations every 
time a motor carrier rate that may have a relation to a railroad rate 
is found to be discriminatory in relation to another motor carrier rate 
affecting the same commodity. Such an investigation is an undertaking 
of vast scope involving consideration of factors which it would require 
an expert merely to catalogue. The different characteristics of rail and 
motor carrier services, the economic wisdom of excluding motor car- 
riers from large-bulk linoleum trade or limiting their participation in 
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such trade, the availability of other commodity shipments to replace 
linoleum trade diverted to rail carriers, the availability of and cost of 
transporting commodities which might be used to fill the truck only 
partially loaded with linoleum—these are only a few of the factors 
which may become relevant. Compare III-B Sharfman, The Interstate 
Commerce Commission, pp. 572 et seq. The appellants introduced no 
evidence on the basis of which the Commission could intelligently 
weigh these considerations. To hold that the Commission must on its 
own initiative embark on such an investigation in a proceeding of this 
nature is to impose what may well be a crippling burden... . 

An investigation of th2 scope apparently required by the court 
would entail a detailed study of the relations of the rate structures in 
a case merely involving the rates on specific commodities one to the 
other. If rail competition turns out to be actually detrimental to the 
successful operation of appellants’ linoleum business, the wartime load 
on the railroads might become relevant, and the Commission might 
have to decide whether the atypical circumstances at this time justify 


competitive discriminatory rates which might otherwise be unrea- 
sonable. 


That the Commission is an expert body to which Congress has 
seen fit to commit the regulation of the intricate relationships between 
the various means of national transportation is a well-worn phrase 
which ought not to lose its significance in practice when the actions 
of the Commission come here for review. We should be very reluctant 
to define for the Commission the occasions which appropriately demand 
investigations of general transportation problems, and more particularly 
when a contest over the rate on a particular commodity included in a 
network of tariffs calls for such a general investigation. Surely it is 
within the special competence of the Commission to put on a discrim- 
inating carrier the duty of justifying by proof his plain discrimination 
as to a particular rate and not permit him to compel the Commission 
by a mere assertion to embark upon a far-flung inquiry. There are 
undoubtedly occasions when the interstate Commerce Commission will 
undertake such an investigation in the public interest. But it ought 
not to be compelled to do so upon the occurrence, from an administra- 
tive point of view, of a more or less accidental filing of a tariff revision. 
When the carrier seeks to supplant a lawful rate, as is the case here, 
the burden is on it to supply all the essential information to justify 
the proposed new rate. § 216(g), Part II of the Interstate Commerce 
Act, 49 U. S. C. § 316(g). If it does not do so, it has failed to sustain 
the duty cast upon it by law, and the Commission in so finding has duly 
exercised its authority. 


Union Van Grandfather Case 


A special three-judge federal court at Chicago, February 9, 
heard argument in 43C 1004, Union Van Corporation vs. the 
United States and Commission, an injunction suit in which the 
complainant, a motor carrier of household goods, office furni- 
ture, and the like, seeks to prevent enforcement of and set 
aside the Commission’s decision and order in MC 45485, the 
company’s grandfather application case (see Traffic World, 
Oct. 30, 1943, p. 1063). The court was composed of Sherman 
Minton, circuit judge, and William Campbell and John P. 
Barnes, district judges. 

The company seeks authority under the grandfather clause 
of the act to operate as a common carrier between points in all 
states and the District of Columbia. The Commission held that 
the company was not entitled to such rights because there had 
been “a change in the radial base” of its operations in 1937, 
when its “principal office” was changed from Chicago to New 
York. Prior to that time, business originated at Chicago, but 
thereafter the business originated at New York, and the Chicago 
office served only to obtain occasional return loads for trucks 
arriving there from New York, the order said. The Commis- 
sion held that the change of the office of Joseph S. Ross, presi- 
dent, from Chicago to New York, resulted in the beginning of 
a new operation. Allan Crenshaw, of the Commission’s bureau 
of law, said at the hearing that the Commission’s decision had 
not been arbitrary and had been based on adequate hearings 
in the matter. 

Edward A. Biggs, counsel for Union, took the same position 
taken by Commissioner Lee in a dissent to the Commission’s 
order. That position was, that the company had maintained 
offices both at Chicago and New York continuously from 1935 
to the present; that shipments had moved in both directions 
in that time, and that the company had not abandoned its 
operation out of and into Chicago. Mr. Biggs, admitting that 
most of the company’s business originated at Chicago before 
October, 1937, and at New York thereafter, contended that 
such a change did not warrant the Commission denial of the 
application. The operation was the same in each period, because 
the company transported the shipments in both directions at 
all times, said he. He added that the company’s operations had 
been those of a non-radial carrier, transporting commodities 
between many points in the nation, and that the number of 
shipments hauled between any two points was not pertinent 
to the grandfather matter. He said the Commission had been 
inconsistent, additionally, in that it had, in 1941, granted per- 
mission to the United Van Lines, Inc., owned by Mr. Ross and 
his wife, to operate under the grandfather clause as a broker- 
age wor ay Bag transportation of household goods and like 
commodities from Chicago to other points in the United States. 
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February 12, 1944 


THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 


of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Traffie World and “Politics” 


Editor, the Traffic World: 

Your February 5 issue, ‘Traffic World and Politics’: 

Your editorials are by no means always “down the groove” 
with my trend of thought, but on receipt of each issue of the 
Traffic World I continue first to turn to those pages and read 
there from your words of self-expression, spicy as some may 
be, with the satisfaction that that is one of the freedoms that 
we in this country are still privileged to enjoy. Who are you 
always to be right any more than the rest of us mortals, but 
you are entitled to your own convictions and, if you will con- 
tinue to express your views consistently, be you right or wrong, 
then I am for you. 

The balance to date is, I believe, in your favor so far as I 


am concerned. 
Chas. M. Cox, 
Division Freight Agent, L. & N. R. R. Co. 
Nashville, Tenn., Feb. 7, 1944. 


Editor, the Traffic World: 

With reference to the “tempest in the teapot” that was 
stirred up by a recently published contributed letter criticizing 
your editorial policy, it seems to me if I was editor of a maga- 
zine and had anything to say, I would not hesitate to say it in 
the magazine without consulting any particular subscriber. 
This you have always done and I know you have no intention 
of changing your policy. 

George E. Mace, Manager, Transportation Bureau, 
Commerce and Industry Assn. of N. Y. 
New York, N. Y., Feb. 8, 1944. 


Editor the Traffic World: 
After more than thirty years of reading your editorials, I 
still think they are fine. Keep it up. 
J. G. Young, Manager, 
Industrial and Transportation Dept., 
Columbus Chamber of Commerce. 
Columbus, O., Feb. 7, 1944. 








Waste Troop Movement 


Editor, the Traffic World: 

Every traffic manager and patriotic shipper, as well as all 
railroad men, are fully in accord with the present campaign 
to stretch another 10 per cent, as outlined in the pamphlet 
“Getting Over the Hump.” On the back of this pamphlet is a 
plea from General Gross, Chief of Transportation, U. S. Army. 

I presume General Gross’ job is to see that troops are 
moved promptly after some other officers have informed him 
where they are to move, and that General Gross probably has 
no voice in where troops in training are to be sent for further 
training. Apparently, there is little thought in army circles 
about the amount of transportation they could save with a 
little more system in shifting our boys throughout the country. 

Just to give a few examples that I have observed from 
personal contact. One boy from Chicago, inducted at Camp 
Grant, applied for radio school at Camp Grant. Instead, he 
was sent to Texas. One month later he was right back in Chi- 
cago in the radio school here. Another boy in the air corps 
was sent from Chicago to Mississippi, to Georgia, to Florida, 
to South Dakota, and to Texas, all in one year. Another boy 
was sent from Chicago to: Arizona, to California, to the east 
coast for embarkation to England. After six months in Eng- 
land he applied for officers’ training, and was sent back to the 
United States. Another in the air corps was sent to Florida, 
to Minnesota, to California, and to East St. Louis, all in six 
months. Now, these boys did not travel as singles, but in either 
carloads or trainloads. 

I have heard it said (although I do not know whether it is 
a fact) that on one day last July six trainloads of troops moved 
——s and eight trainloads eastbound through Hutchinson, 

sas. 


On Thanksgiving Day we entertained four boys from the 
military police post in Chicago. All of these boys were from 
New England. They were getting their military training in 
Chicago in a city park. Looks like they could use parks in 
New England and save that transportation—not to mention the 
transportation their parents and friends use in going to see 
them. 

It is well known that most boys from Illinois, Michigan, 
Wisconsin, and Indiana are in the south. Yet, if you listen to 
the radio interviews at U. S. O. centers, you will observe that 
most of the boys training in Chicago area are from the south. 
Imagine the transportation of their parents and friends that 
could be saved alone if these boys were trained near their 
homes. 

I have all the sympathy in the world for the problems of 
our army officers, but it does seem they should get together 
and see if a lot of this cross-country travel cannot be elimi- 
nated. Let’s hope the army itself does something about “get- 
ting over the hump.” 

Central Fibre Products Company, Inc. 
J. P. Friel, Traffic Manager. 
Chicago, Ill., Feb. 5, 1944. 


“Your Traffic Manager” 


Of paramount importance to war enterprise, 

Is the ebb and flow of needed supplies. 

For transportation is the heart of industry, 

The life blood that nourishes the entire tree. 


Direction of traffic by skill and brains, 
Reflects in the balance sheet—loss or gains. 
Delayed material means a higher cost. 
“For want of a nail the horse was lost.” 


The manager’s knowledge of rate and decision, 
Is the same as a watch and based on precision. 
The main-spring that propels each cog and wheel. 
For time lost to industry, there is no repeal. 


We are fighting a war for our very lives, 

A war of movement—arms, men and supplies; 

Where traffic direction is priced above sales. 

He needs the recognition that the job entails. 
John B. Davenport, 


Shippers’ Car Line Corp. 
New York, N. Y., Feb. 5, 1944. 


Uniform Freight Rates, Ete. 


Editor, the Traffic World: 

Some of my friends have raised questions about certain 
features of my letter of January 22, printed in your January 
29 issue; but it happens that most of these questions have been 
answered repeatedly in your editorial column. 

My statement that the National Industrial Traffic League’s 
theory of rate making makes of the I. C. C. a mere umpire in 
the fight among markets to see that railroads do not carry all 
freight at a net loss is rather seriously questioned. The very 
best answer I can supply is this: Since 1920 the I. C. C. has 
been called upon repeatedly to increase all rates horizontally 
or percentagely; and the several “ex parte increase cases” are 
all the proof I need that, when market competition, carrier 
competition, port competition, and commodity competition are 
given full sway, as advocated by the League, the trend of rail- * 
road rates and revenues is always downward until offset by 
percentage increases in rates on all traffic. 

Of the three alternative plans I said must be adopted if 
uniform rates throughout the nation were required by statute, 
the third is questioned “because,” says the questioner, “a single 
rail system with losses in one section offset by inordinate profits 
in other sections would not work if other forms of transport 
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(motor carriers, water carriers and planes) were left free to 
make rates as they please in the different sections of the coun- 
try.” I think this objection is sound. Stated otherwise, unless 
all forms of transport are so controlled by statute as to prevent 
undue diminution of rail profits in the sections where high 
profits are indispensable, my third alternative wouldn’t be 
workable. While discussing this point it may also be said that, 
unless private carriers are required to pay for their use of 
public highways and waterways, my third alternative would 
also be undermined. 

To make a long story as short as possible, let us say that 
uniform rail rates throughout the nation would necessitate 
government ownership or subsidies for most, if not all, rail- 
roads. The only other alternative seems to be uniform carrier 
bankruptcy as the final product of national rate uniformity. 

If the broad general purpose is to have an adequate system 
of transportation, any transportation policy that lets private 
carriers use public highways and waterways free, and which 
does not fairly correlate rail, truck, water-carrier and airplane 
rates, is bound to fail. 

H. B. Cummins, General Manager, 
‘ Houston Port and Traffic Bureau. 
Houston, Tex., Feb. 4, 1944. 


Political Rate Making 


Members of the Pennsylvania delegation in Congress, in- 
cluding Senator James J. Davis; and Representatives McCor- 
mack and Martin, of Massachusetts, majority and minority 
leaders in the House of Representatives, respectively; at a 
dinner meeting in Washington, February 8, heard Charles 
Donley, of Pittsburgh, Pa., chairman of the special committee 
on transportation of the Pennsylvania State Chamber of Com- 
merce, oppose the uniform rate bills introduced by southern 
and western members of Congress—chiefly by southern mem- 
bers. Twenty-four of the thirty-three Pennsylvania congress- 
men were present. 

As the result of discussion that followed Mr. Donley’s 
explanation of the issues raised by the introduction of the 
bills, the delegation decided to create a small committee to 
work with the office of Governor Martin, of Pennsylvania, and 
the Pennsylvania State Chamber of Commerce, with a view 


to having members fully informed as to the issues involved - 


when action on the measures might be proposed in Congress. 

The purpose of the conference, it was stated, was to discuss 
ways and means for presenting to Senate and House committees 
a showing of the effect the enactment of such bills would have 
on commerce and industry in Pennsylvania. Governor Martin, 
it was stated, was supporting the movement to defeat any 
bills that would authorize political freight rate making. 

Mr. Donley said that the subject of railroad freight rates 
as they affected the cost of doing business in the different sec- 
tions of the country had become one of the major domestic 
matters before the country. He explained that in the northern 
and eastern sections of the country the so-called class rates that 
were charged on a large proportion of the manufactured 
articles were lower mile by mile than the class rates in the 
south and west. 

“This advantage, however, is offset by the fact that in the 
south the rates for the movement of raw materials into manu- 
facturing plants and of other low grade articles are generally 
much lower than corresponding rates within the north,” said he. 

The governors of the southern states had for some time 
conducted an active campaign to boom their states and attract 
industries to their states, said he, and had “seized upon the 
railroad class rate structure as a vehicle for their campaign.” 
At the request of the southern governors, said he, the Commis- 
sion had instituted an investigation of the levels of class rates 
throughout the country. 

“However,” he continued, “the southern and western 
spokesmen have apparently not been willing to trust to the 
independent judgment of the Commission on the evidence 
before it, but have embarked upon a program of propaganda. 
While remaining silent about their lower raw material rates, 
they attack, in speeches, magazine and newspaper articles, 
the class rate levels as discriminatory, and a large number 
of bills have been introduced into Congress which, if adopted, 
would require the Commiss‘on, notwithstand'ng the lower raw 
material rates and in disregard of the facts shown by the 
evidence before it, to compel the railroads to establish class 
rates on a uniform level throughout the country.” 

Enactment of the proposed legislation, said Mr. Donley, 
would “place a statutory restriction on the Commission’s inde- 
pendence of judgment.”’ He said the Commission had established 
a tradition of independence and integrity. 

“The danger is increased by the fact that when the ex- 
istence of the lower raw material rates of the south is con- 
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cealed,” said he, “the plea for uniformity of class rates has a 
ready appeal and superficially the lack of uniformity appears 
discriminatory. 

“It seems, therefore, that not only is the economic welfare 
of the north at stake, upon which so greatly depends the 
welfare of the whole nation, but also that the integrity of our 
quasi-judicial regulatory machinery, which has functioned suc- 
cessfully since 1887, is threatened. 

“The matter of freight rates, we feel, is so complicated 
and has such far-reaching consequences, that it should not be 
made a political football to be determined by congressional 
action regardless of actual facts, but the quasi-judicial pro- 
cedure of regulation by the Commission on the basis of evi- 
dence tested by cross examination and rebuttal should be 
carefully preserved.” 


Childe’s Activities Criticized 


After explaining the provisions of the pending bills and 
the present law, Mr. Donley continued as follows: 


Discussion of the purpose and effect of this proposed legislation 
must take notice of the general investigation of the interterritorial 
freight rates now before the Interstate Commerce Commission on which 
a partial proposed examiners’ report has been submitted (I. C. C. 
Dockets 28300 and 28310). All of the pending bills here referred to 
have been introduced since the final hearings in this case. The normal 
time under I. C. C. general procedure would indicate we are approach- 
ing the time for further proposed reports in this case and which leads 
on to an oral argument before the Commission within say from 3 to 6 
months. In other words, the public relations angle of interterritorial 
freight rate adjustments is being vigorously worked over. It was 
hardly a coincident that the Bureau of Investigation and Research 
released its report on this subject on the very last day of I. C. C. 
hearings in the formal investigation (Dockets 283-28310). The Bureau 
of Investigation and Research was not appointed to make controversial 
rate investigations. One of their members has been making public 
addresses recently about these pending bills and certainly is going 
farther in his statements than to just explain what the bills mean. 

Pertinent to this timing also is the very recent meetings of the 
Southern Governors’ Conference in Washington and the statement 
of the Vice President to them about uniform and non-discriminatory 
freight rates. 


Mr. Donley pointed out that an I. C. C. study showed that 
less than 10 per cent of the carload traffic originating in the 
south moved on class rates while more than 90 per cent moved 
on commodity rates. He said nearly one half of the total 
tonnage hauled by southern railroads consisted of 20 basic com- 
modities on which the southern rate level was generally lower 
than within the north. Furthermore, said he, although the 
north originated on the same date five times as many carloads 
of manufactured goods as did the south, the latter shipped 
to the north 80 per cent of the number of carloads which the 
north shipped to the south. In conclusion he said: 


Our concern is in finding a way to protect Pennsylvania’s rate 
structure with the minimum of meetings, research, expense and man- 
power. If we are to fight fire with the same, then we should let the 
public know that we have planned to oppose the enactment of laws 
that would mandate a government agency (the Interstate Commerce 
Commission) to freeze the rail freight rate structure of the United 
States and thereby deprive railroad management of its rights and 
cause an economic revolution in industry and commerce; and, at the 
same time, establish a principle of congressional rate making, depriv- 
ing the Interstate Commerce Commission of its function of adminis- 
tration. 


SULPHUR VIA INLAND WATER ROUTE 


The War Production Board has announced that it has ar- 
ranged for shipment of sulphur required by eastern states from 
Louisiana and Texas via the Mississipni-Great Lakes-Erie Canal 
route to New York harbor. About 248,000 tons are involved, 
says the board. 

The program was approved at a meeting of chemicals in- 
dustry representatives and W.P.B., Federal Barge Line, and 
Office of Defense Transportation officials held recently in New 
York, the W.P.B. said, adding: 


Barge line officials reported that the line will be able to haul a 
minimum of 250,000 gross tons from Louisiana and Texas to Chicago 
for lake movement during 1944. Ten newly-allocated steel barges will 
enable the line to exceed 1943 deliveries to Chicago by approximately 
50,000 gross tons. The 1943 deliveries of sulphur for lake movement 
by the Federal Barge Line were 208,000 gross tons, as compared with 
318,000 in 1942. Representatives of the New York State Barge Canal 
reported the canal will have ample capacity to handle the increased 
sulphur tonnage, either via Buffalo or Oswego, or both. 

The movement will begin with the opening of internal waterway 
navigation in the spring. Efforts will be made to complete local 
Buffalo sulphur deliveries prior to the opening of the barge canal. 
An equitable method of dividing the available tonnage among different 
receivers in the Buffalo area will be worked out. 

Coastwise shipping is now largely devoted to the movement of coal. 
but some shipping may be made available for the movement of sulphur 
to points north of Hatteras at a later date. 
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P. 0. Appropriation 


In reporting the Treasury and Post Office Departments 
appropriation bill for the fiscal year ending June 30, 1945, the 
House appropriations committee said it had reduced to $35,- 
000,000 the Post Office Department’s estimate of $37,312,000 
for the domestic air mail service, but that it had allowed, 
without revision, a budget estimate of $127,209,100 for railroad 
transportation of mail for that department and an estimate of 
$3,785,000 for foreign air-mail transportation. 

Explaining the reduction of the domestic air mail service 
estimate the committee said that it was disclosed at the hear- 
ings on the bill that new rate orders of the Civil Aeronautics 
Board, announced after the Post Office Department’s budget 
had been prepared, would result in a decrease in payments of 
$2,018,912. The appeal period for these rate orders having ex- 
pired, the savings indicated had become a certainty, said the 
committee, adding that the $35,000,000 allowed was “but $531,- 
855 in excess of the total of savings under the new rate orders.” 

The bill carried a grand total of $1,105,697,583 for the 
Post Office Department, a reduction of $8,226,407 under the 
budget estimate, said the committee. 

As “the natural result of the war effort,” said the com- 
mittee, there had been marked increases in the volume of busi- 
ness in almost every vital branch of the postal service, and it 
noted, in that connection, that in the months July to Novem- 
ber, 1943, the number of sacks of parcel post dispatched in- 
creased by 5.18 per cent and the number of pieces of parcel 
post dispatched outside pouches increased by 17.59 per cent. 

In the printed hearings on the bill, testimony by John J. 
Haggerty, comptroller of the Post Office Department’s Bureau 
of Accounts, showed that in 1942 the revenue from fourth class 
mail (parcel post) fell short of meeting expenses allocated to 
that service, by $17,909,587. 


“Subsidy” for Parcel Post 


Mr. Haggerty answered in the affirmative a question by 
Representative Ludlow, of Indiana, chairman of the subcom- 
mittee by which hearings on the bill were held, as to whether 
second, third and fourth classes of mail were ‘‘on a subsidized 
basis.” The witness said he had no figures later than 1942, but 
that in that year the subsidy for second class mail was $86,- 
034,715; for third class mail, $23,954,159, and for fourth class, 
$17,909,587. He said, in answer to a further question, that the 
department’s studies with respect to fourth class mail had 
progressed “far enough, we think, so that we can put that 
class on a non-subsidized basis.” 

Smith W. Purdum, Second Assistant Postmaster General, 
testified before the committee concerning estimates including 
that for railroad transportation of mail. Chairman Ludlow ob-. 
served that the estimate for 1945 represented “an increase of 
$485,000 over the combined regular and deficiency appropria- 


. tion for 1944.” Mr. Purdum said the volume of mail had in- 


creased and was continuing to increase “very materially.” Dis- 
bursements for the first five months of the current fiscal year 
totaled $56,427,555, he said. He observed, in the course of his 
testimony, that the volume of mail in the calendar year 1943 
was “the greatest the Post Office Department has ever had.” 


Decline in Rail Contracts 


His testimony included a statement that as of June 30, 
1943, the number of railroads contracting for the transportation 
of mail was 259 and the number of routes 540, as against 271 
companies and 568 routes on June 30, 1942, and 285 companies 
and 596 routes on June 30, 1941. The downward trend in this 
service was due largely to discontinuance of “some of the 
smaller lines,’ Mr. Purdum said. 

He placed in the record of the hearing a table showing 
that the cost of so-called emergency railroad service to the 
department had risen from $11,613,057 in 1942 to $14,945,240 
in 1943 and that, in the first five months of the fiscal year 1944 
the cost of this service was $6,684,920 as against $4,981,800 in 
the first five months of the fiscal year 1943, an increase of 34.18 
per cent. 

Responding to a request by Chairman Ludlow, Mr. Purdum 
submitted a tabulation of four ‘‘special railroad contracts” for 
handling mail, saying such contracts were necessary “because 
of the unusual conditions that call for a greater expense of 
operation.” These contracts, in effect July 1, 1943, according to 
the tabulation, were: 


Denver & Rio Grande Western, $35,000 per annum, an increase of 
$13,285 over the regular rates; Rio Grande Southern, $40,000, exceeding 
regular rates by $27,768; The Alaska Railroad (government railroad), 
$54,992.50, increase of $18,580.50 over regular rates; Pacific & Arctic 
$1,005.40 over regular rates, and Hudson & 
$21,000, an increase of $14,880 over the 


Railway & Navigation Co., 
Manhattan Railroad Co., 
regular rates. 
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“In view of the enormous volume of mail to be handled,” 
asked Chairman Ludlow, “do you find any difficulty in getting 
railroad space at the present time?” 

“During the holiday season we encountered considerable 
difficulty,” Mr. Purdum answered. “The railroads naturally 
during that period were greatly congested and the demands 
upon the railroads were very great.” 


1. C. C. and Transport Costs 


While Postmaster General Walker was testifying before 
the Committee, Chairman Ludlow recalled that Mr. Walker, 
in a previous appearance before it, had said he intended to 
investigate mail transportation costs. 

“Have you any new information on that which you can 
give the committee?” Chairman Ludlow asked. 

“I have not gotten around to it yet,” said the Postmaster 
General. “It is a matter that is under the jurisdiction of the 
Interstate Commerce Commission, and we have been pretty 
busy, and I am not sure how far we can go on that. I have a 
good deal of respect for the Interstate Commerce Commission; 
I think they do a pretty good job.” 


Air Mail Volume Increase 


The Postmaster General told the committee that in a six- 
month period of 1943 the volume of domestic air mail increased 
by 76 per cent, though the number of planes transporting the 
mail was only ‘about half the pre-war total. 

“We are now getting some more planes,” he said. “We 
have two planes running between New York and Los Angeles. 
We have gotten eight or nine recently. .. .” 

Representative Dworshak noted that the department’s 
statement of receipts and expenditures showed that the ex- 
penditure for domestic air mail in 1940 was about $18,500,000, 
while the estimate for 1945 was $37,250,000, and Mr. Walker 
commented that “76 per cent increase in six months, with half 
the number of planes, is.quite astounding.” Chairman Ludlow 
noted that the appropriation for 1944 was $22,000,000, to which 
was added an estimated deficiency of $10,539,080. 

Roy M. Martin, superintendent of the department’s domes- 
tic air mailservice division, submitted a tabulation showing 
that air mail postage revenue totaled $23,920,465 in 1941, and 
$33,417,367 in 1942, and that the estimated revenue from that 
source, on the basis of actual increases in poundage, would be 
$60,485,434 in 1943, $84,679,608 in 1944, and $97,381,549 in the 
fiscal year 1945. He said he thought the department now was 


_ “definitely out of the red” with respect to domestic air mail, 


‘after having been “in the red” to the extent of about $3,- 
000,000 in the fiscal year 1942. 


Air Mail Routes and Rates 


Mr. Martin said the department contemplated the estab- 
lishment, in the fiscal year 1945, of new air mail routes between 
Louisville, Ky., and Washington, D. C., on Eastern Air Lines; 
between Kansas City, Mo., and Denver, Colo., and between 
Hobbs, N. M., and San Antonio, Tex., on Continental Air Lines, 
and a temporary route between Houston and Amarillo, Tex., by 
Essair, Inc., ‘a new carrier.” He said that 73 per cent of all 
the air mail carried was on a pound-mile basis, that the rate of 
compensation to the air carriers now was three-tenths of a 
mill a pound-mile, and that this rate was “equivalent to 9 cents 
that we used to pay on the mileage basis for 300 pounds.” The 
air carriers, he said, were getting less by the pound now than 
they received prior to the establishment of the present rate, 
but were “getting more money than they did before because 
they are carrying a larger volume of mail.” 

Under questioning by Representative O’Neal, of Kentucky, 
Mr. Martin said he thought the present air mail rates were 
“high,” and agreed with Mr. Neal’s suggestion that, if they 
were high, they might be adjusted again. 

Air mail service, since the outbreak of the war, had been 
temporarily suspended, said Mr. Martin, on Pennsylvania-Cen- 
tral routes between Washington, D. C., and Buffalo, N. Y., be- 
tween Detroit, Mich., and Sault Ste. Marie, Mich., and between 
Norfolk, Va., and Knoxville, Tenn.; on a T. W. A. route be- 
tween Phoenix, N. M., and Las Vegas, Nev.; on an Eastern Air 
Lines route between St. Louis, Mo., Nashville, Tenn., and Louis- 
. ville, Ky., and on a Braniff Airways route between Houston, 
San Antonio and Corpus Christi, Tex. Service had been cur- 
tailed on several routes, principally in the west, according to 
his testimony. He said that it was now indicated that all of the 
— service would again be in operation “throughout 
1 had 

Air Mail Rate Boost Opposed 


In the course of Postmaster General Walker’s testimony, 
Chairman Ludlow observed that there had been no subsidy in 
air mail since 1941, and Mr. Walker remarked that “we are 
doing very well with the air mail now.” Answering a question 


e 
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as to how much revenue an additional 2 cents an ounce for air 
mail postage would bring in, Mr. Purdum said the amount had 
been estimated at $11,000,000. However, he took the position 
that the air mail postage rate should not be increased. 


Foreign Air Mail Service 


In a discussion of foreign air mail operations, George H. 
Grayson, director of the international postal service, told the 
committee that the navy had taken over the service in the 
Pacific, to Alaska, and the Atlantic service, and that, since 
Pearl Harbor, the trans-Pacific service from Hawaii by way of 
Midway, Wake, Guam and Manila to Hongkong and Singapore 
had “gone out entirely.” The service to Europe had been af- 
fected “very little,” and planes that formerly went to Mar- 
seilles, France, now went to Lisbon, Portugal, he said. He sub- 
mitted statistics showing that the pounds of foreign air mail 
carried in the fiscal year 1943 totaled 4,008,129, as against 
2,300,136 pounds in the fiscal year 1942. 

It was shown that the Post Office Department would turn 
back to the Treasury $700,000 of its appropriation of $4,500,000 
for foreign air mail in the fiscal year 1944 and that its estimate 
for the fiscal year 1945 for that purpose had been reduced to 
$3,785,000, a fact that Chairman Ludlow termed “very encour- 
aging news.” The estimated revenue from foreign air mail in 
1944 and again in 1945, Mr. Purdum said, was $15,941,185. The 
cost of that service in 1942 was $14,552,551, and the estimated 
revenue in that year was $16,013,294, he stated. 


Auto Use Tax Collections 


The printed hearings on the Treasury Department appro- 
priation contained testimony by A. H. Cross, assistant deputy 
commissioner of the department’s accounts and collections unit, 
that the revenue yield from the automobile use tax was now 
about $130,000,000 and indicated “ta very small percentage of 
delinquencies. The tax in the first year of its operation had 
been $145,000,000, he said, adding that “it is a known fact that 
several million vehicles have been taken out of use.” The com- 
mittee was advised that the Treasury Department would trans- 
fer to the Post Office Department in the fiscal year 1945 the 
sum of $603,750 to reimburse the latter department for expenses 
for the sale of automobile-use tax stamps, and that the amount 
so transferred in the fiscal year 1944 totaled $525,000. The in- 
crease covered additional cost to the Post Office Department 
for overtime pay, it was stated. 

Walker Statement Challenged 


Fo 

After calling attention to a statement by the Postmaster 
General to the effect that for the first time in 24 -years the 
Post Office Department had kept postal expenditures within 
postal revenues and had a surplus of $1,332,849, Representative 
Keefe, of Wisconsin, in an address in the House, challenged 
that statement. 

Mr. Keefe asserted that the transportation of foreign air 
mail had been performed by the army and navy since January 
1, 1943, that the Post Office Department collected the foreign 
air mail revenue and covered only the cost of transporting such 
mail to the fleet post offices, and that the transportation by 
air to foreign destination was paid for out of army and navy 
funds. He said he defied anybody to find the contracts that 
might have been entered into by the army and the navy with 
private carriers “whose planes they have requisitioned for car- 
rying the mail.” 

Representative Ludlow said that testimony before his sub- 
committee showed that the estimated cost of the foreign air 
mail in 1942 was $14,552,551, while the estimated cost for 1943 
was reported by Mr. Purdum was $5,674,906, the measure of 
difference being “something over $8,000,000.” However, he 
added, “you have to offset against that the $75,000,000 which 
it cost to carry the free soldiers’ mail.” 

Representative Hinshaw, of California, said he though 
there should be “an international air-mail convention, similar 
to the postal convention, in order that international air-mail 
rates may be established on an equitable basis.” 


POSTAL REVENUES 


“Postal revenues in 1943 exceeded one billion dollars for 
the first time in any calendar year, reaching a total of $1,030,- 
709,396, on the basis of unaudited figures,” says the Post Office 
Department. This was an increase of 15.12 per cent over 1942. 

“Revenues for the first half of the fiscal year 1944 (July- 
December, 1943) were $545,828,065.06, an increase of 13.4 per 
cent over the corresponding period of the year before, and ac- 
crued expenditures were $548,893,192.26, resulting in a de- 
ficiency of $3,065,127,20. 

“For December, 1943, postal revenues were $125,941,338.36, 
an increase of $7,087,292.73. Accrued expenditures for the month 
were $113,870,374.90, an increase of $15,608,557.05. There was 
4 surplus of $12,071,013.46 of revenues over expenditures for 

e month.” 
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Taxes and Transportation 


Congress has passed and sent to the President H. R. 3687, 
the revenue bill of 1943, estimated to provide about $2,300,000,- 
000 of additional revenue and including, among increases in 
existing tax rates, an increase from 10 per cent to 15 per cent 
in the tax on transportation of persons. 

The Senate adopted, without a record vote, the report of 
House and Senate conferees on the tax bill, and the House 
adopted the conference report on a roll call vote, with 237 
yeas and 101 nays. 

As passed by Congress, the bill left undisturbed the exist- 
ing rates on amounts paid for the transportation of property, 
the revenue yield of which was estimated as $170,300,000. The 
15 per cent tax on transportation of persons, according to esti- 
mates submitted in the House, would yield $216,800,000, as 
against $141,800,000 under the 10 per cent rate. Under terms 
of the bill, the new rate would become effective on “the first 
day of the first month which begins more than 10 days after 
the date of the enactment of this act,” and would remain in 
effect as a “war tax” rate until “the first day of the first month 
which begins six months or more after the date of.the termina- 
tion of hostilities in the present war.” 

The bill calls for increases in various postal rates, includ- 
ing parcel post and airmail. These increases would become 
effective ‘‘on the thirtieth day after the date of the enactment 
of this act.” 

Under provisions of the bill, as explained in the House, 
the present 2-cent rate on first class local mail is raised to 3 
cents, but no change is made in the present 3-cent rate on 
out-of-town first class mail; the air mail rate is increased from 
6 cents for each ounce or fraction to 8 cents, but second and 
third class postage rates are not increased. 


Parcel Post Increase 


The rate on fourth class mail (parcel post) is increased 
by 3 per cent, or 1 cent, whichever is greater. The registered 
mail fee is increased from the present level of 15 cents to $1 
an article, to 20 cents to $1.35 an article; insured mail fees are 
increased to 10 to 70 cents an article, from the present range of 
5 to 35 cents an article; C. O. D. mail fees are increased to 24 
to 90 cents an article, the present range being 12 to 45 cents 
an article; and money order fees are raised from the present 
range of 6 to 22 cents, to 10 to 37 cents. 

The bill provides for expiration of the federal government 
exemption now in effect with respect to the tax on payments 
for transportation of persons or on amounts paid for the trans- 
portation of property, “on or after the first day of the first 
month which begins three months or more after the date of 
the enactment of this act.” 

Amendments of the exemption provisions under existing 
law provide, however, for continuation of the exemptions with 
respect to states, territories of the United States, the District 
of Columbia, and the American Red Cross, both as to passenger 
transportation and the transportation of property. The prop- 
erty transportation tax exemptions are applied, also, by an 
amendment in the bill, to amounts paid to the Post Office De- 
partment for the transportation of property (parcel post 
charges) and to “amounts paid by or to the War Shipping 
Administration for the transportation of property by water 
from one point in the United States to another, except between 
points on the Great Lakes.” The exemption insofar as it re- 
lates to the War Shipping Administration, under terms of the 
bill, “shall be applicable for the period beginning December 1, 
1943, and ending on the first day of the first month which 
begins six months or more after the date of the termination of 
hostilities in the present war.” 


Under a provision inserted in the bill by the Senate finance 
committee (see Traffic World, Jan. 1, p. 37), the Secretary of 
the Treasury may authorize exemption from the property or 
passenger transportation taxes, and from certain other excise 
taxes, if he determines that the imposition of the taxes “will 
cause substantial burden or expense which can be avoided by 
granting tax exemption and that the full benefit of such ex- 
emption, if granted, will accrue to the United States.” 


Elimination of U. S. Exemptions 


In discussion of the conference report on H. R. 3687 in the 
House, Representative Reed, of New York, inserted in the 
Congressional Record a series of questions and answers con- 
cerning the bill, including the following: 


Question: Why is the excise-tax exemption heretofore in effect 
with respect to articles sold to or for the use of, and services rendered 
to, the United States removed by the new law in certain cases? 

Answer: This was done at the request of the President to save 
the manpower utilized both in the government and private business for 
the administration of these exemptions. However, at the request of the 
service departments, certain of the exemptions (relating to articles 
and services used in the war effort) are continued. In addition, the 
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Secretary of the Treasury is given the authority, for the duration of the 
war, to continue or restore the federal exemption wherever he de- 
termines that the imposition of any of the taxes in question will cause 
substantial burden or expense and that the full benefit of the exemp- 
tion, if granted, will accrue to the United States. The new law 


continues these exemptions insofar as they apply to the American 
Red Cross. 


In the exemption provisions of the bill, the American Red 
Cross is des:gnated by the term, “any corporation created by 
act of Congress to act in matters of relief under the treaty of 
Geneva of August 22, 1864.” 


Provisions Affecting Railroads 


By amendments to existing law, the bill sets back to De- 
cember 31, 1938, from December 31, 1939, the period of ap- 
plicability of provisions relating to non-recognition, for tax 
purposes, of loss and determination of basis of property ac- 
quired in railroad reorganizations. 

In presenting the conference report in the Senate, Chair- 
man George, of the Senate finance committee, said the Senate 
conferees had been unable to persuade the House conferees to 
accept, among other things, an amendment offered by Senator 
Clark, of Missouri, relating to the unused excess profits credit 
in the case of certain reorganized railroad companies, and an 
amendment relating to reorganization by adjustment of capital 
and debt structure of an existing corporation. He showed that 
the House conferees had receded with respect to a Senate 
amendment retaining at 5 per cent the credit allowed corpora- 
tions on invested capital over $200,000,000, in connection with 
the excess profits tax. The House bill would have lowered the 
credit allowance to 4 per cent. R. V. Fletcher, vice president 
of the Association of American Railroads, had opposed enact- 
ment of that provision of the House bill, in testimony before 
the — finance committee (see Traffic World, Dec. 4, 1943, 

. 1391). 

, The bill passed by Congress contained no provision for 
tax relief sought by railroads and other corporations through 
establishment of deferred maintenance accounts, by which 
funds could be set aside for rehabilitation, after the war, of 
corporate properties as to which maintenance work now was 
being deferred because of manpower shortages, intensive use, 
or because. of other considerations. 


Transportation Tax on Coal 


The Bureau of Internal Revenue has ruled that in instances 
in which federal, state or local government agencies buy coal 
from a broker the federal tax of 4 cents a ton may be included 
in the price of the coal and collected from the government 
agencies. If the coal is bought by a government agency direct 
from the mine, the tax is not collectible from such agency, 
under the exemptions provided by the act imposing the tax. 


Railroad Public Relations 


A suggestion that individual railroads or groups of rail- 
roads hold ‘‘institutes” similar to those conducted in educational 
circles, at which selected railroad employes from all depart- 
ments might acquaint themselves with elements involved in 
maintenance and promotion of public good will toward the rail- 
roads, is contained in a report on public relations of the rail- 
road industry, issued by the Association of American Railroads 
and prepared by the public relations subcommittee of its com- 
mittee for the study of transportation. 

Robert S. Henry, assistant to the president of the A. A. R., 
is chairman of the subcommittee, comprising 29 railroad off- 
cers. The report outlines the principles underlying relations of 
the railroad industry with the public, describes the organization 
and programs of work heretofore employed, and offers sugges- 
tions for the future. In appendices to the report, public rela- 
tions work of the A. A. R. and public relations organization 
and activities of individual railroads are summarized. 

The subcommittee suggested, as components of a ‘general 
outline” for public relations organization on a railroad, the 
following propositions: 


1. Public relations is a responsibility of the chief executive of the 
railroad. 


2. The details of meeting this responsibility and of making effec- 
tive the public relations policy of the chief executive officer should 
be delegated to a resposible officer of special training, experience and 


qualifications, and of rank commensurate with the importance of his 
duties. 


In the “institutes” proposed in the report, the selected em- 
ployes enrolled might learn what had been done or was being 
done and might test their ideas on what might be done against 
the experience of others, the subcommittee said. It added that, 
through the designation of different employes from year to 
year, there would be developed on each railroad in the course 
of time “a considerable corps of men who could become positive 
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leaders in the movement for better relations with the public, 
even though few of them might ever be engaged in specific 
public relations work.” 

It was suggested in the report that each railroad might, in 
cooperation with the personnel department and other depart- 
ments, give public relations training along with training in job 
methods, job instruction, supervisory methods, accounting pro- 
cedures, traffic, office management, fuel conservation, safety, 
or any other subject on wnich a particular railroad was offering 
specific instruction to its employes. 

“In the whole range of railroad affairs,” the subcommittee 
said, “nothing is of more importance, now and in the future, 
than the nature of the industry’s relations with the public. 

“Public relations is not just the job of a special public 
relations officer or department. It is part of the job of every- 
body on the railroad... . 

“Responsibility for the railroad’s relations with the public 
is and must be that of the chief executive officer. He alone is in 
position to give direction to the policy of the entire organization 
as it affects these relations. .. . Every railroad should have an 


officer charged with the special duty of giving attention to rela- 
tions with the public. .. .” 


Need for Informed Employes 

The report said that “the right relations between the rail- 
road industry and the public” called not only for good and 
friendly service from all employes, but also for informed em- 
ployes, who knew about railroads and believed in them and 
who were active and outspoken in their behalf. 

The “inside jcb” of the public relations officer, said the 
report, was to advise and assist the officers directly responsible 
for the way in which rail employes did their work and treated the 
public, and “the outside part” of his job was to present, thor- 
oughly and well, the facts about railroads and the meaning of 
those facts, not only to shippers and travelers, but also to the 
millions who rarely rode on trains and to “still more millions 
who almost never ship or receive freight,” the report added. 

In a discussion of work of state railroad associations, the 
report cited the organization of county committees, made up 
of key representatives of all the railroads in a given county, 
and efforts to maintain close cooperation with rail employe or- 
ganizations with reference to matters of mutual interest. The 
subcommittee recommended that state railroad associations in- 
clude public relations officers in their committees and other 
personnel and that they extend their work so as to include 
district or county committees. 

“There is no way to measure exactly how the public feels 
about railroads,” the subcommittee said. “From available evi- 
dence, however, it appears that as a result of the performance 
of the railroads, especially during the war, and of their efforts 
to inform the public, there is today a healthier respect and a 
friendlier sentiment for them than has existed for decades.” 

The report said that public opinion surveys had been under- 
taken by the A. A. R. and by some of the railroads individually 
and that ‘from such surveys it should be possible to find out 
what the public likes and what it does not like about railroads, 
and what it expects of them now and in the future.” 


TAXES AND SHIP RESERVE FUNDS 

Chairman Bland, of the House merchant marine committee, 
in the course of a short hearing by that committee on H. R: 
2809, to amend section 511 of the merchant marine act of 1936 
by making interchangeable the tax-free reserve funds under 
that act for new ship construction and under the internal revenue 
code for replacement of obsolete vessels, stated a belief that 
after the war there would be a public demand for elimination 
of the tax exemption benefits accorded the shipping industry. 

The committee decided to postpone indefinitely further con- 
sideration of the bill, after one member expressed the opinion 
that the bill bore no relation to the war effort and that there 
were other matters before the committee more urgently requir- 
ing the committee’s attention. 

Almon Roth, president of the newly-organized National 
Federation of American Shipping, in testimony before the com- 
mittee, argued that the bill directly concerned development of 
the merchant marine and therefore ought to be considered by 
the committee. S. Milton Simpson, representing the American- 
Hawaiian Steamship Co., appeared briefly before the committee 
in the absence, because of illness, of D. S. Morrison, vice-presi- 
dent of that company, who had advocated enactment of the 


considered legislation in testimony before the committee sev- 
eral months ago. 


STOWAWAYS ON VESSELS 


H. R. 3602, to amend the stowaway act of June 11, 1940, 
so as to make subject to its provisions stowaways who are not 
apprehended until after disembarkation, has been passed by 
the House and sent to the Senate (see Traffic World, Dec. 18, 


1943, p. 1553). 
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Return of T. P. & W. 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western Railroad, in reply to a letter from Secretary of War 
Stimson to the effect that on the recent termination of War 
Department control of the railroads the T. P. & W. was re- 
turned to the Office of Defense Transportation (see Traffic 
World, February 5), says that the Secretary’s letter did not 
answer the questions he had asked bearing on the two prin- 
cipal points on which he based his demand for a return of the 
railroad to the corporation. Those points, McNear’s letter said, 
were as to whether or not the War Department had taken 
possession of the T. P. & W. railroad properties, and as to 
whether when the railroads were returned on January 18, they 
were relinquished by the United States or by the War Depart- 
ment. 

On the first point, the letter points out that, although the 
Secretary of War insisted that the order requiring his taking 
over of all the railroads did not supersede that under which 
the O. D. T. took over the T. P. & W. two years ago, the name 
of the railroad was included by the Secretary in the list of 
those over which he assumed control, notices to that effect 
were posted on the property and officers were placed on duty 
there. On the second, it says, there is conflict between the 
Secretary’s letter, which says that, on January 18, there had 
been an end of “War Department possession and control of the 
railroads,” and the notice sent out from the office of Ralph 
Budd, then colonel in charge of the region in which the T. P. 
& W. lies, that “operation and control by the United States 
were terminated.” If the latter is the accurate statement, 
McNear contends, the railroad should have been returned to 
the corporation. 


Money for Corporate Expenses 


Some months ago Mr. McNear applied to Director East- 
man for advancement of $4,900 monthly to carry on the work 
of the corporation. To this Director Eastman replied by asking 
for information as to “why it is necessary to pay the requested 
amount in executive salaries and to what extent the traveling 
and miscellaneous expenses to be incurred will contribute to 
the preservation of the properties.” To present this informa- 
tion, Director Eastman said, it might be necessary for Mr. 
McNear to “set forth the purposes of the traveling you propose 
to do and the character of the various miscellaneous expenses 
you propose to incur.” 


In a reply, February 3, Mr. McNear said that $3,750 of 
the $4,900 was for executive salaries, of which $3,300 was for 
himself. That salary, he said, “was justified by the position, 
the development of the railroad and its earning power,” adding: 


The character of my activities has necessarily been changed since 
the government’s taking of our properties. Your subsequent actions 
and policies, as well as the actions and policies of certain other branches 
and officers of the government who have had to do with our situation, 
have greatly increased the responsibilities and difficulties of my posi- 
tion in preserving and defending our various assets, tangible and in- 
tangible, including our reputation and good will. In fact, the burdens 
that have been thus thrust upon me have been far more severe and 
exacting upon me personally than the activities I handled prior to the 
taking of our properties. 

My own salary really should be increased, because of my increased 
responsibilities and because of the general upward trend of all salaries 
and wages and living costs. 

There are a number of important things to be done, arising from 
the taking of our properties, the actions and policies above mentioned, 
and the government’s refusal to pay any just compensation or advances 
thereon, for its taking of our properties. Also, there are other im- 
portant matters it:volving <he protection of the railroad’s position, as 
it may be affected by future developments, which are not being prop- 
erly handled now. These must be handled by us, assuming that at some 
future time our properties will be returned to us. 

All of the above matters require competent attention. It is quite 
likely that, as our work develops under existing circumstances, $3,750 
per month will prove insufficient for executive salaries. 


As to travel expenses, estimated at $350 a month, Mr. Mc- 
Near says they are incurred in attending conferences in Wash- 
ington, New York and California in connection with corpora- 
tion matters. They have been “substantially and unnecessarily 
increased” since his free transportation privilege was cancelled 
in December, 1942, he says. Up to that time, he had been priv- 
ileged to use his railroad passes as a furloughed employe of the 
T. P. & W. 

The remaining $800 a month was necessary to “cover a 
variety of subjects” including “reports of engineers and experts 
on our property, printing bills, special services, etc., says he. 
He does not think it proper to go into details, he says, because 
Director Eastman is acting on the advice of the Department 
of Justice which is his (McNear’s) “legal adversary in the mat- 
ters which are involved in this situation.” In addition, he says, 
he can not properly discuss his problems, plans and programs 


TRAFFIC WORLD 


with the O. D. T., “which has no jurisdiction over us and has 
no financial interest in or control over” the corporate organiza- 
tion. 

“Apparently you have wide discretionary powers with re- 
spect to our situation,” says he, “and it is now simply a ques- 
tion of how you choose to exercise them in this instance, recog- 
nizing, of course, that the just compensation due us for the 
taking of our properties is more than ample to cover the re- 
quested advances.” The O. D. T., he continues, should advance 
the $4,900 a month, beginning November 1, 1943, “without 
prejudice to the rights of the United States government, the 
O. D. T. or the Toledo, Peoria & Western Railroad, and with 
the assurance that the advances will be continued while the 
government” holds the properties. The corporation has been 
“handicapped with an inadequate staff and a most uncertain 
supply of funds,” he says, concluding: 


We cannot delay longer in taking the steps that should properly 
be taken for the preservation of our property and assets. If you decide 
you cannot make these advances to us on the basis of this letter, we 
will be obliged to apply to the Interstate Commerce Commission for 
permission to borrow funds on long term from outside sources, the 
loan or loans te be secured by our claim against the government for 
just compensation; and we will later seek to have the cost of such 
borrowings paid by the government as additional damages for its taking 
of our properties. 


It was stated at the War Department, February 10, that 
Secretary Stimson, on account of the death of his sister, had 
been away from Washington and had not answered Mr. Mc- 
Near’s letter to the Secretary. However, a spokesman for the 
department said, the Secretary had stated in his letter to Mr. 
McNear probably all that he would say on the subject, as the 
department’s position was that the T. P. & W. properly had 
been returned to the Office of Defense Transportation at the 
termination of War Department control of the railroads. 

Director Eastman said Mr. McNear’s letter to him had been 
referred to his legal department and that he had no comment 
to make on it. 


DISCRIMINATION IN R. R. EMPLOYMENT 


Representative Sadowski, of Michigan, inserted a state- 
ment in the Congressional Record of February 4, contending 
that Negroes who were fitted by training and experience for 
jobs on southern railroads should be permitted to hold such 
jobs and advocating enactment of legislation to make perma- 
nent the President’s Committee on Fair Employment Practices, 
referred to as the F. E. P. C. 


CHICAGO AREA TRUCK DAY LOSS 


Eighty-six motor common carriers in the Chicago area lost 
3802 days of truck operations in December, according to a 
survey made by Frank T. Corcoran, district manager of the 
Office of Defense Transportation, Chicago. The loss was due 
to a lack of drivers, said he, adding that the facts were to be 
submitted to Col. Paul G. Armstrong, Illinois selective service 
chief, as an added argument toward broadening the deferment 
attitude toward highway carrier employes. The 86 operations 
covered by the survey, he said, represented somewhere between 
5 and 10 per cent of all the operators in the area. 


CHICAGO TRUCK ABSENTEEISM 


A newly organized emergency transportation board com- 
posed of representatives in the Chicago area of the Interstate 
Commerce Commission, the Office of Defense Transportation 
and the U. S. Army, at a meeting held February 8, decided to 
enlist the aid of associations of truckers in the area in reducing 
absenteeism among truck employes. It was reported that 
absenteeism was on the increase and that it was especially bur- 
densome on Mondays and Tuesdays. The associations to be 
asked to cooperate in the effort are the Central Motor Freight 
Association, the Illinois Motor Truck Operators’ Association, 
the Cartage Exchange of Chicago and the Chicago Suburban 
Motor Carriers’ Association. The council also decided to call 
to the attention of truck operators the necessity for applying 
for deferment for draft-eligible employes. It was reported that, 
in many cases, although operators considered such employes 
essential, no effort was made to obtain deferment. Unless the 
employer sought deferment, it was said, it was unreasonable to 
expect draft boards to do anything about it. 


MANPOWER FOR LAKE VESSELS 


The Office of Defense Transportation has announced 4 
plan, tentatively agreed to by industry and government repre- 
sentatives, for the recruitment of personnel and the ‘stabiliza- 
tion of manpower on Great Lakes vessels to meet manning 
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problems that might affect the 1944 shipping season. In a 
statement it said: 


As tentatively agreed to by industry and government representa- 
tives, the plan will call for the cooperative efforts of vessel operators, 
the War Manpower Commission, the United States Coast Guard and 
the Recruitment and Manning Organization of the War Shipping Ad- 
ministration. 

The proposed manpower program, if accepted, woud provide for 
the recruitment of both skilled and unskilled seamen from groups not 
liable for immediate military service; cooperative control by the Re- 
cruitment and Manning Organization and the Coast Guard of all exits 
and entries of men in the industry; occupational deferment of officers 
and skilled men in selected age groups through R. M. O. request; and 
the opening, where needed, of additional R. M. O. offices to carry out 
the program. 

Anticipation of increased tonnage movement by the Great Lakes car- 
riers during the 1944 season makes an early solution of the manpower 
problem imperative, representatives of four government agencies re- , 
vealed at the meeting. According to O. D. T. estimates, some 90,- 
000,000 tons of ore, 285,000,000 bushels of grain and 52,000,000 tons of 
coal are expected to move via Great Lakes lanes, and will necessitate 
stabilization of the manpower situation there. 


The War Shipping Administration has announced that ship 
operators and unions in offshore shipping along the entire east 
coast have been advised that under War Manpower Commis- 
sion stabilization plans men last employed on the Great Lakes 
cannot be hired for ocean-going assignments. The only excep- 
tions, it said, were those lakes seamen who had been referred 
to the operators or the unions by the Recruitment and Man- 
ning Organization of W. S. A. or who possessed statements of 
availability. All port representatives on the Great Lakes have 
been advised to refuse the lakes seamen transportation to deep- 
water ports unless the men come within the exceptions noted. 
The objective is to preserve an adequate supply of Great 
Lakes seamen through local employment in the winter lay-up 
period. The W. S. A. said a more effective stabilization plan for 
Great Lakes seamen would be announced shortly. 


EXPORT RATES TO PACIFIC COAST 


Director Eastman, of the Office of Defense Transportation, 
has asked the Commission to discontinue the investigation in 
No. 29006, export rates to Pacific coast ports, the government 
agencies having agreed to accept the section 22 rates as offered 
by the transcontinental railroads (see Traffic World, January 
29, p. 270). Parties to the proceeding have been notified that 
the hearing scheduled in Washington for February 21 has been 
postponed. 


NO-BILL COAL RATINGS 

Due to a growing tightness in the supply of open-top cars, 
the Office of Defense Transportation has ruled, effective Feb. 
20, that no-bill ratings of anthracite coal mines will be reduced 
from seventy-five per cent to fifty per cent, so that the mines 
may retain under load not more than fifty per cent of their 
rated output of coal. The O. D. T. action was concurred in by 
the Solid Fuels Administration for War, the Commission, and 
the Association of American Railroads. 


CENTRAL OF NEW JERSEY TRAINS 


The Central of New Jersey has asked the Office of Defense 
Transportation for authority to eliminate 68 out of 400 steam 
suburban trains daily in the Jersey City-Newark-Elizabethport 
area of New Jersey. 

It was said at the O. D. T. that the Central of New Jersey. 
was running from five to ten switching crews short each day 
in that area because of a record movement of high priority 
export freight, plus a huge movement of oil. Most of the service 
to be discontinued, it was said, would be in non-rush-hour 
periods, and that the cars would be shifted to other trains. The 
—_ freed would be used for freight switching service, it was 
said. 


PRACTITIONERS TO HONOR EASTMAN 


Edward F. Lacey, chairman of the committee on arrange- 
ments for the dinner to be given February 17 in honor of Jo- 
seph B. Eastman by the Washington Chapter of the Association 
of interstate Commerce Commission Practitioners, at the Statler 
Hotel, Washington, D. C., has announced that there has been a 
complete ‘‘sell-out” of tickets for the dinner and that no more 
are available. More than 700 tickets were sold, said he. Commis- 
Sioner Aitchison will deliver an address and a reply will be 
made by Mr. Eastman. The dinner will be in celebration of 
Mr. Eastman’s twenty-fifth anniversary as a member of the 
Commission (see Traffic World, Dec. 18, 1943, p. 1550). 

_ It was announced that Joseph C. Colquitt, chairman of the 
District chapter of the practitioners’ association, would be 
toastmaster, and that addresses would also be delivered by J. 
Carter Fort, general counsel, Association of American Rail- 
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roads, on behalf of the practitioners before the Commission; 
and by Senator Wheeler, chairman of the Senate committee on 
interstate commerce, and Representative Lea, chairman of the 
House committee on interstate and foreign committee, for their 
respective committees. 

Warren H. Wagner, president of the association, will pre- 
sent Mr. Eastman with an illuminated scroll conveying the 
appreciation of the practitioners for his 25 years of service as 
a member of the Commission. 


INCENTIVE FOR MOTOR UPKEEP 


Otto S. Beyer, director, division of transport personnel, 
Office of Defense Transportation, has issued an 11-page bul- 
letin on wage incentive plans for automotive maintenance 
establishments, prepared by his division of the O. D. T. with 
the help and advice of representatives of the automotive main- 
tenance industry and staff members of the National War Labor 
Board. 

A covering memorandum said that incentive plans were 
definitely a part of the N. W. L. B.’s present wage stabilization 
program. The board had held, said Mr. Beyer, that “more 
money for more work” did not constitute a wage rate increase, 
but was a means of rewarding a worker for his extra effort. 


Oo. D. T. BOSTON OFFICE CHANGE 


The Office of Defense Transportation has announced the 
discontinuance, effective February 15, of the division of local 
transport field office in Boston, Mass. It said the functions of 
the Boston field office would be transferred to the regional 
office of the division of local transport for region 1, 5513 Em- 
pire State Building, New York City. It said commercial pas- 
senger carriers engaged in local transportation service and 
intercity bus operations heretofore dealing with the Boston 
office would now come directly under the jurisdiction of the 
regional office in New York City. 


DENIAL OF C. W. N. BY O. D. T. 


Director Eastman, of the Office of Defense Transportation, 
has denied a Certificate of War Necessity for a truck-trailer 
unit used by a contract carrier ‘to haul steel cylinders of butane 
in the Reno, Nevada, area, the O. D. T. has announced. 

Mr. Eastman’s decision (appeal decision No. 1), the O. D. 
T. said, was the first under its recently announced procedure 
for the review and reconsideration of terms and conditions pur- 
suant to the issuance of Certificates of War Necessity. It said 
the action of the O. D. T. motor transport district manager in 
Reno and the motor transport regional director in region 9 in 
refusing to issue a C. W. N. to the carrier, the Ransome Com- 
pany of Nevada, for the proposed operation, was thus affirmed 
by the O. D. T. director. It added: 


The company’s application for a C. W. N. was denied by the 
district manager on the grounds that the new operation was in all 
cases over routes adequately served by common carriers and that the 
operation was not necessary to the war effort or to the maintenance of 
essential civilian economy. Upon appeal, the regional director held 
that the evidence did not show that use of common carrier service 
would not adequately handle the transportation problem involved. 


In denying the appeal, Mr. Eastman said: 


Situations exist and no doubt will arise where, nothwithstanding the 
ability of existing carriers to perform the proposed service, the new 
service is justified because it is more convenient or expeditious and 
a positive need directly related to the war effort or to sustaining the 
health and welfare of civilians is shown for such greater convenience 
or expedition. There is no such showing in this case and I am unable 
to perceive any substantial reason in the record for setting aside the 
findings and conclusions of the district and regional offices. 


MOTOR CONSERVATION 

The Office of Defense Transportation has issued motor con- 
servation orders as follows: Supp. order O. D. T. 3, Rev. 165, 
common carriers, coordinated operations between San Antonio 
and Marion, Tex.; supp. order O. D. T. 3, Rev. 166, common 
carriers, coordinated operations between Detroit and Howell, 
Mich.; supp. order O. D. T. 3, Rev. 167, common carriers, coordi- 
nated operations between points in New Jersey, New York, and 
Pennsylvania; supp. order O. D. T. 3, Rev. 168, common car- 
riers, coordinated operations between San Antonio and El Paso, 
Tex.; supp. order O. D. T. 3, Rev. 169, common carriers, coordi- 
nated operations between points in New York; supp. order O. 
D. T. 3, Rev. 170, common carriers, coordinated operations be- 
tween points in Texas; and supp. order O. D. T. 20A-65, certain 
taxicab operators, coordinated operations in the Marietta, Ohio, 
area. 

The Office of Defense Transportation has prescribed the 
procedure to be followed by private motor truck operators 
seeking O. D. T. approval of joint-action plans designed to 
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E BRIDGE OF SHIPS 


OR the second time in a generation, on this conveyor-belt to Victory. 
the Germans have seen this ominous 
span thrown across the Atlantic, for 
their chastisement. They will acquire 
respectability, if ever, the hard way. 


Nearly all of Tidewater’s strategically- 
located facilities...9,544,800 square 
feet of combined floor space, and five 
miles of piers...are bespoken for 


American resources, production, trans- the war-time service of the Nation. 
portation, organization, have been They will revert to your service with 
welded into the instrument of an the coming of peace. In an unwaver- 
invincible strategy. Weapons and ing spirit Of helpful- pers 
materiel—enough, and on time—will ness, however, we in- i. 
implement the staggering blows about vite you to consult your J TH 
to be struck the Reich. Tidewater’s nearest branch office ; 
chain of coastal and inland warehouses for such facilitiesasmay Ifi4 LOAN 
are busy at their appointed stations be available. 





Field Warehousing Simplifies Your Financing 


It makes your inventories of raw materials your own property, with goods withdrawn 
and finished products immediately available as desired, and provides you with ware- 
as collateral at your local bank, saves you house receipts against which you may 
unnecessary handling, shipping, and stor- borrow. Ask us for further information 
ing charges. Field Warehousing establishes concerning the manifest advantages of 
bona fide warehousing conditions right on Tidewater Field Warehousing. 





TIDEWATER FIELD WAREHOUSES, INC. 


} 17 STATE STREET, NEW YORK 4, N.Y. © JOHN J. McMACKIN, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 


THE CHAIN OF 
TIDEWATER 
TERMINALS 
AND INLAND 
WAREHOUSES 





> The Chain of Tidewater Terminals 
and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 
NEW YORK, Zone 4, 17 State Street CHICAGO, Zone 5, 1610 Transportation Bldg. SEATTLE, Zone 4, Spokane Street Wharf 


ay WAREHOUSE COMPANY ents TERMINAL CORPORATION NORFOLK TIDEWATER TERMINALS, INC. LINCOLN TIDEWATER TERMINALS 

0 Chestnut St., Philadelphia 6 (Operated by Lincoln Tidewater Terminals) Norfolk 10, Virginia 17 State Street, New York 4, N. Y. 
George M. Richardson, Vice-Presiden' “Bayway (Elizabeth) 2, New Jersey James A. Moore, Vice-President Arthur Link, Vice- President 

R. S. McElroy, V.-P. & Gen. Mgr. and General Manager 
KEYSTONE WAREHOUSE COMPANY NEWARK TIDEWATER TERMINALS, INC. MERCHANTS WAREHOUSE COMPANY BOSTON TIDEWATER TERMINAL, INC. 
515-541 Seneca St., Buffalo 4, N. Y. Port Street, Newark 5, New Jersey (Managed by Boston Tidewater Terminal, Inc.) 131 Beverly St., Boston 14, Massachusetts 
W. J. Bishop, Vice-President J. A. Lehman, Vice-President 453 Commercial St., Boston 13, Massachusetts T. W. Haskell, Vice-President 
and General Manager T. W. Haskell, Manager and General Manager 
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conserve vehicles, tires, gasoline and manpower, and set up 
nine requirements to be fulfilled. 

The O. D. T. said the procedure applied to all private car- 
riers of property under the jurisdiction of the private carrier 
section of the O. D. T. division of motor transport, except 
trucks used for the retail delivery of solid fuels, and farm or 
tank trucks. 


Revenue Freight Loading 


Revenue freight loading the week ended February 5 totaled 
806,075 cars, according to the Association of American Rail- 
roads. This was 4,987 cars or six-tenths of one per cent under 
the preceding week, 50,561 cars or 6.7 per cent above the cor- 
responding week last year and 22,113 cars or 2.8 per cent above 
the corresponding week of 1942. 

Statistics prepared by the A. A. R. car service division 
follow: 
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stimulate shippers and receivers of coal to be transported by 
lake colliers to make contracts for their next lake operating 
season’s tonnage before March 1 and requiring them to file 
full data on lake tonnage commitments and requirements on or 
before that date. The regulation forbids shipments by lake on 
ya unless the contracts are made on or before Febru- 
ary 29. 

“Assembly of this data,” he said, “will enable the Solid 
Fuels Administration to know at the start of the navigation 
season the extent of any deficit that may exist between the 
amount of coal specified by contracts and the tonnage that 
must be allocated to the lake docks to meet next season's 
needs. With this information, directions can be issued divert- 
ing sufficient coal to the lakes to meet such deficit in a manner 
that would have the least possible disruptive effect upon the 
supply of coal available for users in other parts of the nation.” 


The new regulation was prepared in cooperation with the 
Lake Dock Advisory Committee of the Solid Fuels Administra- 





Revenue Freight Car Loading—Week Ended Saturday, Feb. 5 


Grain and Live 
grain-prod. stock Coal 
¥ { 1944 55,270 15,336 183,142 
WeOee GE TOBGB. 55.6 5 dicks ccdcdccs { 1943 52,018 12,692 174,154 
| 1942 41,317 10,414 153,052 
Preceding week January 29....... 1944 55,815 15,233 185,813 
Per cent increase over............ 1943 6.3 20.8 a2 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 33.8 47.3 19.7 
Per cent decrease under.......... 1942 
{1944 322,814 92,640 1,059,668 
Cumulative 6 weeks to Feb. 5...{1943 288,845 79,177 964,965 
(1942 249,747 75,054 950,344 
Per cent increase over............ 1943 11.8 17.0 9.8 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 29.3 23.4 12.5 
Per cent decrease under.......... 1942 





Per cent to 15-year average 119.6. 


Coal and Transportation 


Shipments and distribution of solid fuels by producers and 
wholesalers may be made hereafter only on the condition that 
they be subject to possible reconsignment, diversion or re- 
routing in transit to meet emergency fuel needs, Solid Fuels 
Administrator Ickes has announced. 

These reconsignments, diversions or reroutings might be 
made in transit by the shipper at the direction of the Solid 
Fuels Administrator for War or by the Solid Fuels Adminis- 
trator for War himself, said the announcement, adding: 


Contained in Solid Fuels Administration for War Regulation No. 14, 
the new control provides that whenever directions are issued requiring 
the reconsignment, diversion or rerouting of solid fuels in transit, 
notification will be given by the Solid Fuels Administration for War 
to the consignor, to the original consignee and to the new consignee. 

The regulation provides that any person directed to reconsign, 
divert or reroute solia fuels in transit or who has been notified that 
any of his shipments of such ‘uels have been reconsigned, diverted or 
rerouted by the Solid Fuels Administration shall invoice the new con- 
signee for the fuel and the new consignee should pay directly to the 
shipper the value indicated in the invoice as well as all transportation 
and other proper charges. 

The regulation specifies that compliance with its terms shall not 
subject persons to damages for any defaults under any contracts which 
may result from such emergency reconsignments, diversions or re- 
routings. 


Due to an anticipated increase in anthracite coal production 
in February, the Office of Defense Transportation has asked all 
receivers of such coal in the northeastern states to make im- 
mediate arrangements to expedite its unloading. 

“The anthracite coal miners have been requested to work 
on Sundays during February to increase the output of this 
much-needed fuel,” the O. D. T. said. “The increased produc- 
tion will mean that more coal cars will be loaded and dis- 
patched to destinations in New England and the other north- 
eastern states. . 

“Since there is a limited number of coal cars, it is impera- 
tive that receivers of anthracite coal speed up their unloading 
so that cars will not remain under load for any length of time. 
In many cases this will mean working the unloading forces on 
Saturday or Sunday, but the need for coal and cars is so great 
that the O. D. T. feels impelled to ask all receivers of coal to 
cooperate in this emergency measure.” 

Action to facilitate the planning of coal distribution so 
that next season’s supplies can be moved to Great Lakes docks 
in the coming period of navigation with a minimum disturb- 
ance of shipments to other consuming areas has been announced 
by Solid Fuels Administrator Ickes. 

Administrator Ickes issued a regulation designed to 


Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
15,081 46,271 14,871 102,475 373,629 806,075 
14,869 37,260 15,328 * 91,498 357,695 755,514 
14,063 47,146 13,405 151,718 352,847 783,962 
15,870 44,518 15,154 102,690 375,969 811,062 
1.4 24.2 12.0 4.5 6.7 
3.0 
12 10.9 5.9 2.8 
1.9 32.5 a 
92,081 239,318 84,423 593,305 2,118,303 4,602,552 
90,319 209,430 86,074 512,499 2,056,016 4,287,325 
85,512 255,080 78,588 862,645 2,085,471 4,642,441 
2.0 14.3 15.8 3.0 7.4 
9 
aot 7.4 1.6 
6.2 31.2 9 


tion and with representatives of producers supplying coal for 
lake movement. 

Issued as Solid Fuels Administration for War Regulation 
No. 15, the new regulation requires producers, wholesalers and 
lake forwarders to file on or before March 1 full reports on 
coal shipped to or via the Great Lakes in the 1942 and 1943 
navigation seasons and full information on coal contracted for 
prior to March 1 to be shipped in the 1944 lake season. 

Receivers are required to file similar information and the 
tonnages of coal by sizes and kinds contracted for prior to 
March 1 for shipment in 1944 as well as the tonnages which 
will be necessary, in addition to the amount covered by con- 
tract, to meet the receiver’s minimum coal requirements be- 
tween May 31, 1944 and May 31, 1945. 


CONTROL OF EXPORTS AND IMPORTS 

The Post Office Department has informed postmasters that 
the instructions relative to the licensing for exportation of 
articles and materials under the control of the Foreign Eco- 
nomic Administration “have become so complex that it is no 
longer considered that postmasters can be expected to inform 
prospective senders as to what form of license may be required 
in order that any particular article or materials may be ex- 
ported to a foreign country.” 

“Therefore, effective at once,” continued the notice, ‘the 
Post Office Department considers that the responsibility for 
determining what form of license is required in any case in 
order to export articles and materials by mail rests with the 
individual mailers.” 

Instructions have been issued to postmasters as to the 
handling of packages offered for mailing under the various 
forms of licenses issued by or under the direction of F. E. C. 

The F. E. C. has issued its current export bulletin No. 145 
containing export regulations covering, among other things, 
exports of truck chassis and trailers, and information required 
as to them. 


PETROLEUM TRANSPORTATION 


In the week ended February 5, the rail tank car movement 


of petroleum and its products into the east coast area com- 
prising 17 states, designated as district No. 1, averaged 685,849 
barrels a day, as against a daily average of 720,158 barrels in 
the preceding week, the Petroleum Administration for War 
announced. 

Petroleum Administrator Ickes, in his capacity as president 
of the Petroleum Reserves Corporation, has announced that the 
United States government will construct a pipeline for trans- 
portation of petroleum products from the Persian Gulf area to 
a point on the eastern shores of the Mediterranean, at a cost 
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estimated at $130,000,000 to $165,000,000, and will obtain in 
that area reserves of one billion barrels of oil. The project 
would be undertaken under an agreement with the Arabian 
American Oil Co., owned by Standard Oil Co. of California, 
and with the Gulf Exploration Co., operating in the Shaikdom 
of Kuwait and owned by the Gulf Oil Corporation, he said. 
He said the agreement provided that the U. S. government 
would build, own and operate the pipeline and that the entire 
cost of construction plus interest would be returned to the 
government within 25 years, “together with such net profit to 
the government as may be agreed upon in the definitive con- 
tract.” The agreement was conditioned on obtaining “the 
sanction of the rulers of Saudi Arabia and Kuwait,” he stated. 

Investigation of the proposed pipeline from the Persian 
Gulf area, as announced by Mr. Ickes, was urged in the Senate 
by Senators Brewster, of Maine, and Moore, of Oklahoma. The 
Senate appropriations committee, said Senator McKellar, had 
received no request for an appropriation of $125,000,000 to 
finance the line. 

Administrator Ickes renewed warnings February 10 as to 
the serious situation with respect to petroleum supplies in the 
east coast area. 

Even though oil shipments to the east were nearly 300,000 
barrels daily above those of a year ago, military requirements 
had more than counterbalanced that gain, said he. 

“Last week we moved overland to the east coast 1,325,000 
barrels a day of petroleum, compared with 1,085,000 in the 
same week a year ago,” said he. 

Crude oil and petroleum product supply and transporta- 
tion functions within the Petroleum Administration for War 
have been combined in a single supply and transportation divi- 
sion and all distribution activities have been assigned to an 
panded distribution and marketing division. Deputy Petroleum 
Administrator Davies has announced. George A. Wilson, who 
has been director of P. A. W.’s transportation division, is direc- 
tor of the new supply and transportation division. Walter 
Hochuli will continue as director of the distribution and mar- 
keting division. Dene B. Hodges, of the Shell Oil Co., New 
York City, has been appointed associate director of the supply 
and transportation division. 


Track Freight Loading 


“The volume of freight transported by reporting motor 
carriers in December decreased 5.8 per cent from November, 
but showed an increase of 3.5 per cent over December, 1942,” 
says the American Trucking Associations, Inc. 

“Comparable reports received by A. T. A. from 371 motor 
carriers in 44 states and the District of Columbia showed those 
carriers transported an aggregate of 2,992,395 tons in Decem- 
ber as against 3,168,891 in November, and 2,892,365 in Decem- 
ber, 1942. 

“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the 
three-year period of 1938-1940 as representing 100, was 175.87 
in December. 

“Almost 80 per cent of all tonnage transported in the 
month was hauled by carriers of general freight. The volume 
in this category declined 5.2 per cent from November, but held 
1.9 per cent over the final month of 1942. 

“Transporters of petroleum products, accounting for al- 
most 14 per cent of the total tonnage reported, reported a de- 
crease of 4.6 per cent from November, but handled 19.1 per 
cent more traffic than in December, 1942. 

“Transporters of iron and steel products hauled approxi- 
mately 3.5 per cent of the total tonnage. The traffic volume of 
such commodities shrank 8 per cent from November, and 8.9 
per cent from December of the previous year. 

“Three per cent of the total tonnage reported consisted of 
miscellaneous commodities, including tobacco, milk textile 
products, coke, bricks, building materials, cement and house- 
hold goods. Tonnage in that class showed a decrease of 15.6 
per cent from November, and a recession of 1.5 per cent from 
December, 1942. 

“The December tonnage of carriers reporting from the 
Eastern District fell off 6.4 per cent from November, but rose 
18 per cent over December, 1942. 

“Carriers in the Southern region reported decreases of 11 
per cent from November, and 6.6 per cent from December of 
last year. 

“Tonnage reported from the Western District edged down 
1.9 per cent from November, and climbed 10.2 per cent over 
December, 1942.” 


GREAT LAKES ADVISORY BOARD 


The annual meeting of the Great Lakes Regional Advisory 
Board will be held at the Commodore Perry Hotel, Toledo, O., 
March 21 and 22. ‘ 
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Rail Equipment Inquiry 


Debate on the question of whether American grain cars 
should be diverted to Canada at the present time, at the in- 
sistence of the War Food Administration, to transport feed 
wheat into the United States, was renewed in a hearing Feb- 
ruary 7 by the Senate interstate commerce committee on 
S. Res. 185, the so-called Langer resolution to investigate the 
rail equipment situation (see Traffic World, Jan. 22, p. 225). 

Material placed in the record of the hearing included a 
statement by Commissioner Johnson, in charge of the Commis- 
sion’s car service activities, in a letter to War Mobilization 
Director Byrnes, that “transportation devoted now to Canadian 
wheat is a criminal waste that we will regret.” 

“An insufficient supply of wheat,” said Commissioner John- 
son in that letter, “is not as serious:as an insufficient supply 
of transportation. We now have the latter. We certainly have 
not the former.” 


Testifying in defense of the position of the W. F. A. on 
the grain car question were Marvin Jones, administrator of 
the W. F. A.; J. B. Hutson, president of the Commodity Credit 
Corporation, by which the purchase of the Canadian grain had 
been negotiated, and Mark Upson, director of transportation 
for the W. F. A. 

Senator Reed, of Kansas, presiding at the hearing, said at 
the outset that he had participated in conferences with repre- 
sentatives of the Office of Defense Transportation, the Com- 
mission, the Association of American Railroads, the W. F. A. 
and other members of the Senate committee, but that Mr. 
Upson had suggested delaying action on the proposals to re- 
lieve grain car shortages reported by elevator operators in the 
northwest. In the meanwhile, on February 4, said Senator 
Reed, the A. A. R. had reported that there were 582 “‘blocked” 
elevators in the northwestern grain states and that, on that 
same date, a total of 84 “blocked” elevators had been reported 
in the states of Kansas, Oklahoma, Nebraska and Colorado, 


with Kansas accounting for 64 and Oklahoma for 15 of that 
total. 


Participants in the February 7 hearing, in addition to Com- 
missioner Johnson and Messrs. Jones, Hutson and Upson, were 


‘Director Eastman, of the O. D. T., and R. E. Clark, manager 


of the closed car section of the A. A. R. car service division. 
Committee members present included Senators Wheeler, of 
Montana; Nye, of North Dakota; Bushfield, of South Dakota; 
Butler, of Nebraska, and Capper of Kansas. 


W. F. A. Officials Called “Slippery” 


Dissatisfied with the answers by Messrs. Jones, Hutson 
and Upson to his questions, Senator Reed said, near the close 
of the hearing, that “you War Food Administration gentlemen 
are the slipperiest bunch I’ve ever had to deal with.” He 
charged that the W. F. A. officials were “‘bullheaded” in their 
position on the grain car situation and that they were “not 
going to correct it.” 


Senator Reed said that Commissioner Johnson had shown 
what the situation was, more lucidly than anyone else. He 
obtained Commissioner Johnson’s leave to place in the hearing 
record two letters from the latter to Mobilization Director 
Byrnes, and he incorporated with them a letter from Mr. 
Upson to Donald Russell, of the Office of War Mobilization, 
dated February 1. One of Commissioner Johnson’s letters was 
dated January 27, the other, February 4. His January 27 letter 
included the following: 


Transportation is at least as essential as wheat. Transportation 
has long been barely adequate, and for the present and the immediate 
past is quite inadequate. Wheat has long been plentiful beyond our 
storage capacity and today it is beyond our transportation capacity, 
nearly 700 elevators blocked. Regardless of supply at source, there is 
not nor can there be more wheat or guns than may be transported... . 


It is proposed to haul in American railroad cars wheat from west 
Canada. United States northwest wheat is crying and demanding trans- 
portation. The wheats are identical. The same transportation will 
deliver at points of consumption in the United States more than twice 
as much wheat from the Dakotas and Montana as from Canada. Mr. 
McArthur of the Commodity Credit Corporation stated at conference 
Saturday, January 22, that the United States could purchase Canadian 
wheat and hold in Canada to be transported into the United States if 
and when needed. 


If you confer with the War Food Administration, they might, and 
probably will, advanc? the idea that the Canatiians will be unable to 
perform their part of this transportation later in the year. However, 
they insist that American transportation perform it now when it is 
unable to do so and, in addition, furnish cars for the Canadian part of 
this transportation. There must be some limit to the consideration we 
pay our neighbors.: There certainly is a limit, and we have reached it, 
to the burdens that may be placed on American transportation. We are 
now sending 70 cars per day to Canada for woodpulp. The furnishing 
of these cars or any cars for tonnage originating in Canada is a 
Canadian duty. 


To send American cars into Canada because of a future possible 
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shortage of wheat is placing a needless and thoughtless burden on our 
already overtaxed rail transportation. 


Other Car Shortages 


At Senator Reed’s request, Commissioner Johnson read 
aloud that letter, interrupting his reading to state that “we 
have some very essential industries, other than wheat, that 
lack cars now.” He said the Commission had just “put up” 
refrigerator car demurrage and that, if the grain car contro- 
versy had not been before the Senate committee, “we would 
perhaps have put demurrage on grain cars.” It would be 
“quite ridiculous,” he said, to put demurrage on cars in the 
United States and to send cars to Canada where there would 
be no demurrage, he said. He added that Mexico had de- 
manded, through the State Department, that this country send 
additional freight cars to Mexico. There were about 1,000 cars 
now in Canada “running wild on this kind of stuff,” cars that 
should have been back in 14 days, he said. 


Position of W. F. A. 
Mr. Upson’s letter to Mr. Russell included the following: 


The best advice we can get, from various transportation agencies, 
is to the effect that if Canadian wheat is to be imported by rail at all 
during this year, the current period represents the best time to do it. 

Mr. Johnson appears to -onclude that because domestic wheat is 
not moving in good volume, all of our wheat needs can be taken care 
of from such source. The facts are that (a) our domestic wheat supply 
must be supplemented by importations, both water and rail, in order 
to meet anticipated demands; (b) the bulk of wheat remaining in this 
country is of excellent milling quality and will be needed for food... 
(c) we cannot continue to produce essential animal products to supply 
our own needs and essential help to our Allies without supplementing 
our domestic feed supply witn imported grain. Canada, the most con- 


venient source for such grain, has an abundance of wheat of low 
milling quality. ... 


‘ihe important issue is not one of Canadian cars versus American 
cars, but it is that the equipment of both countries be used as effi- 
ciently as possible. . . . We cannot agree with Mr. Johnson that the 
sending of American cars to Canada is ‘‘placing a needless and thought- 
less burden on our already overtaxed transportation.”’ . 


In his letter of February 4, Commissioner Johnson said he 
had read Mr. Upson’s letter and that Mr. Upson was flying 
against cardinal economic principles in a determined way. 

“Should we have a short wheat crop, the remote wheat 
might be hauled,” he said. “If we have a-big crop there will 
still be insufficient transportation, and the Canadian wheat 
will not be needed... .” 

Commissioner Johnson cited a report that as of February 
1 the box car supply continued tight on all grain loading roads 
in the central and western states. 

Food Administrator Jones said that the number of blocked 
grain elevators now was about 100 below the peak, and that 
the blocked elevators in Kansas, Nebraska, Oklahoma and 
Colorado at one time had totaled 120. 

It was stated that, in the period from December 9, 1943, 
to February 4, a total of 4,768 grain cars had been diverted 
to the Canadian grain importation service and that 2,168 of 
those cars had been returned. 


Conference Suggested 


Mr. Eastman said that a heavy movement of corn and 
grain movements preparatory to prospective early opening of 
the Great Lakes navigation season had placed an unexpected 
strain on the grain car supply at the present time. He said he 
was willing to confer with railroad officials and the other 
agencies involved on the possibility of deferring the importa- 
tion of the Canadian grain until later, and that the situation 
might be better in the spring or summer months, especially if 
there was a short crop. 

Mr. Jones said the W. F. A. had assumed that now was 
the best time to move the wheat from Canada, but that “if the 
picture has changed, we are willing to meet the situation.” 
Mr. Hutson indicated that the domestic grain supply for mill- 
ing purposes would be adequate until next September. 

Mr. Hutson said that, to relieve the grain situation in the 
northwest, the Commodity Credit Corporation now proposed 
to offer to buy wheat at the ceiling price, minus the cost of 
putting the grain into C. C. C. bins and taking it out of the 
bins, thus providing “free” storage for the grain. Heretofore, 
it was stated, the bins had been either sold or leased to the 
grain farmers for storage purposes. 

The hearing ended with the understanding that the W. F. 
A. officials would confer with A. A. R. and O. D. T. representa- 
tives on the question of postponing the Canadian grain impor- 
tation. 

Conferences of officials of the W. F. A., the O. D. T., the 
Commission and the A. A. R. relative to the western grain 
car supply question were held after the hearing, and it was 
stated after such a conference on February 10 that there had 
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been no material change in the situation, but that efforts to 
reach an agreement were being continued. 

It was stated at the A. A. R. that a special car order had 
been issued to all railroads by the A. A. R. car service division, 
requiring that plain k-x cars of the XM type owned by any 
of ten specified western roads be not used for loading but be 
expedited in short route or in home route to the owner, except 
that they might be loaded to destinations on or via the owners’ 
lines, provided they be not delayed or backhauled to obtain 
such loading. 

One of the elements involved in the present heavy demand 
for box cars, it was said, was the early unloading of grain 
stored in Great Lakes vessels at the lower lake ports, in antici- 
pation of early opening of the navigation season on the lakes. 

Senator Reed said Feb. 11 that the number of box cars 
diverted to Canada for transportation of feed wheat into the 
United States had been reduced to 100 a day, from 200 a day. 
He said the reduction was not satisfactory to him and that 
a situation now was just “50 per cent as bad as it was 
before.” 


Citrus Fruits Icing 


Homer R. King, director of the Commission’s Bureau of 
Service, has issued five general permits and amended permits, 
relaxing the provisions of service order No. 164, which placed 
the reicing of citrus fruits originating at points in Ar:zona, 
California, Florida, or Texas, and shipped in refrigerator cars, 
and the salting of bunker ice in such cars, under a permit 
system (see Traffic World, Nov. 13, p. 1211). 

The general permits and amended permits issued under the 
service order granted permission to railroads as follows: 


Third amended general permit No. 5: To reice in transit to full 
bunker capacity one time only between origin and final destination, 
after the first or initial icing, any refrigerator car loaded with a mixed 
shipment of tangerines or temple, king, or clementine oranges and 
other citrus fruits originating at any point or points in the state of 
Florida provided that the tangerines or temple, king, or clementine 
oranges in the car comprise not less than 50 per cent of the lading and 
further provided that the waybills shall show reference to this general 
permit. Effective February 8, expiring April 1. > 

Amended general permit No. 7: To reice in transit to full bunker 
capacity one time only between origin and final destination, after the 
first or initial icing, any refrigerator car loaded with a straight carload 
shipment of temple oranges provided the waybills shall show reference 
to this general permit. Effective February 8, expiring March 1. 

Amended general permit No. 9: To reice once in transit to full 
bunker capacity at any point in the states of Arizona, Arkansas, Louisi- 
ana, New Mexico, Oklahoma, Texas, Kansas or Missouri, or at Council 


. Bluffs, Ia., Memphis, Tenn., or Jackson, Miss., refrigerator cars loaded 


with citrus fruits originating in Arizona, California and Texas. This 
reicing shall be in addition to the replenishing service at the first reg- 
ular icing station, provided in amended general permit No. 8 under 
service order No. 164. The waybills shall show reference to this gen- 
eral permit. Effective February 9, expires March 1. 


General permit No. 10; To reice once in transit to full 
bunker capacity ata regular icing station en route but not 
beyond Florence, S.'C., Aberdeen, N. C., Spencer, N. C., Au- 
gusta, Ga., Atlanta, Ga., Pensacola, Fla., Montgomery, Ala., or 
Birmingham, Ala., after the first or initial ic'ng at an icing 
station in the state of Florida, any refrigerator car or cars 
originating at points in the state of Florida containing straight 
carloads of oranges commonly known as “mid-season oranges,” 
or mixed carloads of “‘mid-season oranges” and other citrus fruit 
providing the “mid-season oranges” in the car comprise at least 
60 per cent of the lading. The waybills shall show reference 
to this general permit. Effective February 8, expiring March 1. 

General permit No. 11: To accord standard refrigeration 
to refrigerator cars loaded with straight carloads of temple, 
king or clementine oranges, originating at any point or points 
in the state of Florida, moving to destinations in official and 
western classification territories and western Canada, provided 
the waybills make reference to this permit. Effective Febru- 
ary 9, expiring April 1. 


RUBBER PRODUCTION 


Rubber Director Bradley Dewey has announced that the 
production of synthetic rubbers in January totaled almost 50,000 
tons. He cautioned, however, that despite this large production, 
all civilian drivers should take care of their passenger car tires. 
He pointed out that even though this large amount of synthetics 
already had permitted the rubber manufacturing industry to 
step up to one-half again its 1943 rate, the military and essen- 
tial civilian truck and bus requirements would for many 
months, eat up the monthly increase that would gradually 
bring the production for the second half of the year to 75,000 
tons a month. 
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February 12, 1944 


Refrigerator Car Demurrage 


To meet a situation it said was caused by undue delay in 
unloading commodities shipped in refrigerator cars, the Com- 
mission, division 3, issued service order No. 180, effective from 
February 11 to April 11, establishing a scale of demurrage 
charges on refrigerator cars not unloaded within the free time 
allowed by tariffs lawfully on file with the Commission, as 
follows: 


Two dollars and twenty cents per car per day or a fraction thereof 
for the first two days, $5.50 per car per day or a fraction thereof for 
the third day; $11 per car per day or a fraction thereof for the fourth 
day; $22 per car per day or a fraction thereof for the fifth day, and 
$44 per car per day or a fraction thereof for each succeeding day. 


The charges were made applicable to both intrastate and 
interstate transportation. 

The order provided that refrigerator cars loaded with any 
commodity and which had not been unloaded should not be 
included in any average agreement but that, except as other- 
wise provided in the order, such cars should otherwise be sub- 
ject to car demurrage rules and charges, Tariff I. C. C. No. 
3815, supplements to or successive issues thereof issued by 
Agent B. T. Jones. 

The provisions of the order are not to be construed to 
affect the pfovisions of service order No. 70, as amended, 
which restricted the number of diversions or reconsignments 
permissible on fresh or green fruits and vegetables; of service 
order No. 70-A, making the restrictions on such diversions or 
reconsignments applicable to intrastate and foreign shipments 
as well as to interstate shipments; of corrected service order 
No. 112, as amended, which limited demurrage free time on 
fresh fruits and vegetables to 48 hours from arrival at desti- 
nation regardless of subsequent movements within switching 
limits at destination; or of service order No. 135, as amended, 
which established demurrage charges for the detention of cars 
destined to points in Mexico. 

The order suspended the operation of all tariff rules, regu- 
lations, or charges in so far as they conflicted with its provi- 
sions, and required each railroad, on or before the effective 
date of the order, to publish, file and post a supplement to 
each of its affected tariffs, announcing suspension of the opera- 
tion of any provisions therein, and establishing the substituted 
provisions set forth in the order. 

The charges set up in service order No. 180 made no 
change in those contained in the demurrage tariff, for the first 
three days. The standard charge in the demurrage tariff was 
shown as $5.50 a day for the third day and each succeeding day. 

It was pointed out at the Commission that this was the 
first time it had used its authority to increase demurrage 
charges on refrigerator cars, although it had provided a max- 
imum free time of 48 hours for unloading any refrigerator car 
loaded with fresh or green vegetables in service order No. 112 
(see Traffic World, March 6, 1943, p. 543). The Commission 
had used its authority to increase demurrage on heavy duty 
flat cars of 151,000 pounds or over marked capacity in service 
order No. 113 (see Traffic World, March 6, 1943, p. 544). 


Effective Date Postponed 


The Commission Feb. 11 issued Service Order No. 180A, 
postponing the effective date of Service Order 180 from 
February 11 to February 16 to afford those affected oppor- 
tunity to release refrigerator cars on hand before the new 
demurrage charges went into effect. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 18,051 
freight cars for the week ended January 29, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 2,502; auto box, 109; 


o 815; gondola, 2,858; hopper, 2,170; and miscellaneous, 
97, 


W. P. B. STEEL RAIL CONTROL 


The War Production Board has announced that it has re- 
lieved railroads of paper work in connection with obtaining used 
rails for replacement on the ties and has turned over adminis- 
tration of Limitation Order L-88 to its steel division. This 
order was heretofore administered by the transportation divi- 
Sion, it said, adding: 


In making this change, which does not, however, effect any real 
relaxation of controls, Limitation Order L-88 has been amended. 

Under the amended order, the steel division will maintain control 
of used rail of rerolling and scrap grade. This is necessary because of 
currently short supplies of these grades. Users of relayer grade rails 
are freed from control by the order on the sale, transfer or other 
disposition of this grade. Also, users of relayer rail are freed from 
the necessity of turning in used rail after the receipt of new. 
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While persons wishing to sell, transfer or otherwise dispose of 
reroll or scrap grades must first secure authorization of the W. P. B., 


this restriction does not prevent any person from using any grade of 
used rail in his own tracks. 


The principal demand for relay rail has been met and demands 
from the claimant agencies have fallen off. 


Anderson Replies to Moore 


Sydney Anderson, president of the Transportation Associa- 
tion of America, replying to a letter from Chester G. Moore, 
secretary of the American Trucking Associations, in which the 
latter protested against the use of his name as a member of 
the Transportation Association’s board of directors on its litera- 
ture (see Traffic World, January 29, p. 294), says he accepts 
“the full responsibility for this misunderstanding.” He said he 
understood Mr. Moore’s statement at the meeting of the asso- 
ciation last November as indicating his disagreement with the 
integration policy of the Transportation Association, but that 
he was under the impression, which he now understood to be 
erroneous, that Mr. Moore was willing to serve on the Trans- 
portation Association’s board “notwithstanding this disagree- 
ment with the policy adopted.” 

He was not aware, Mr. Anderson says, that Mr. Moore 
had had subsequent conversations with Donald D. Conn, ex- 
ecutive vice-president, and Samuel B. Pettengill, vice-president 
and general counsel of the association, on the subject. Under 
the circumstances, he said, he would “make what amends” he 
could, and would ask for the acceptance of Mr. Moore’s resig- 
nation at the next meeting of the association’s executive com- 
mittee. Mr. Moore’s name would not be used on future asso- 
ciation literature, he said, adding: 


I regret not only the misunderstanding which has occurred but 
especially any embarrassments to you which may have resulted. You 
may, of course, make any use of the fact that the publication of your 
name as a member of the board was a mistake for which I was inad- 
vertently and unintentionally responsible and which I greatly regret. 


UNLOADING SERVICE ORDER 


By service order No. 179-A the Commission, division 3, 
has vacated service order No. 179, effective February 5. The 
original service order required the Manufacturers Railway Co. 
to unload forthwith two cars on hand at St. Louis, Mo., since 
December 24, and 27, 1943 (see Traffic World, Feb. 5, p. 346). 
The material was consigned to the Signal Corps. It was under- 
stood in the Commission’s Bureau of Service that the order 
had been complied with. 


PACKING HARNESSES 


Harnesses may be packed in new fibre shipping containers 
under an amendment to War Production Board Limitation 
Order L-317 issued February 7 by the paperboard division, says 
the board, adding: 


Prior to this date, harnesses, like a number of other products, were 
prohibited from being so packed and shipped. Since harnesses are 
difficult to wrap or pack, the paperboard division believes they should 
be properly packaged to prevent loss of parts, bending of metal 
fastenings or other damage. Although the prohibition of packing 
harnesses was lifted, horsecollars, bridles and saddles may not be 
packed in fibre shipping containers. 


Potato Reconsignment Order 


By service order No. 181, effective February 11, and appli- 
cable on intrastate traffic as well as interstate traffic, the Com- 
mission, d:vision 3, has placed restrictions on the diversion or 
reconsignment of refrigerator cars loaded with potatoes other 
than sweet. The Commission said that potatoes, other than 
sweet, loaded in refrigerator cars were being reconsigned or 
diverted unnecessarily, thus impeding and diminishing the use, 
control, supply, movement, distribution, exchange, interchange, 
and return of such cars. 

The order provides that no common carrier by railroad 


shall allow or permit any refrigerator car loaded with potatoes, 
other than sweet, 


(i) to be reconsigned or diverted more than two times before arrival 
at destination (or switching limits thereof), or 

(ii) to have at destination (or within the switching limits thereof), 
more than one change in the name of consignor or consignee; more than 
one change in place of unloading, or both if included in a single order. 


The order provided, as an exception, a change in the name 
of consignor or consignee enroute without a change in the 
route or destination of the car. 

The order suspended the provisions of service order No. 70, 
as amended, which restricted the number of diversions or re- 
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consignments permissible on fresh or green fruits and vege- 
tables, in so far as that order applied to refrigerator cars 
loaded with potatoes, other than sweet. The instant order 
carried the further provision that it was not to be construed 
to affect the provisions of service order No. 70A, making the 
restrictions of service order No. 70 applicable to intrastate and 
foreign shipments as well as to interested shipments; or of 
corrected service order No. 112, which limited demurrage time 
on shipments of fresh fruits and vegetables to 48 hours from 
arrival at destination regardless of subsequent movements 
within switching limits. 

Service order No. 181 suspended the operation of all tariff 
rules, regulations, or charges in so far as they conflicted with 
the provisions of the order and required each railroad to file 
and post a supplement to each of its affected tariffs announcing 
the suspension of any of the provisions therein. 


The order also provided that it should apply only to ship- 
ments originating on or after its effective date, except that 
where a shipment had been unloaded under a transit arrange- 
ment the provisions of the order should apply to such a ship- 
ment if loaded at the transit point on or after the effective 
date. 


MERCHANDISE CAR SCHEDULES 


The Office of Defense Transportation has issued a list of 
regular merchandise cars from origins in New Jersey, Pennsyl- 
vania, Maryland and Washington, D. C. (no cars are operated 
from Delaware origins). Information as to the schedules may 
be obtained from the section of rail-truck conservation, Office 
of Defense Transportation (see Traffic World, Jan. 29, p. 283). 


LEAGUE TRANSPORT POLICY COMMITTEE 


John B. Keeler, president of the National Industrial Traffic 
League, has appointed the members of the special committee 
on transportation policy authorized at the last annual meeting 
of the League (see Traffic World, Nov. 20, 1943, p. 1282). The 
League directed the committee ‘to formulate policies and prac- 
tices for the regulation, preservation and development of trans- 
portation along. proper fundamental principles after the war.” 

The chairman of the committee is Charles W. Braden. The 
other members are: Lowe P. Siddons, H. J. Carroll, H. A. 
Gillis, J. W. Holloway, E. C. Kitching, F. A. Leffingwell, J. 
George Mann, K. A. Moore, W. A. Moore, R. J. Newberry, 
L. F. Orr, A. J. Ribe, A. H. Schwietert, C. W. Trust, W. H. 
Day, F. F. Estes, and Charles R. Seal, the last three named 
being ex officio members. 


Rail Unit Service Overseas 


Experiences of the 727th Railway Operating Battalion of 
the Transportation Corps, Army Service Forces, have been de- 
scribed by Lieutenant Colonel Fred W. Okie, of Somerset, Ky., 
commanding officer of the battalion, who has now returned to 
the United States, according to a War Department announce- 
ment. The department said that in civilian life Colonel Okie 
was division superintendent of the Southern Railway at Bir- 
mingham, Ala., and that the 727th Railway Operating Battalion 
was sponsored and trained by the Southern Railway System-on 
its lines between Meridian, Miss., and New Orleans, La. 


“The 727th was cited for its work in Sicily and Colonel 
Okie wears the Legion of Merit,” the War Department said. 
“Eighty per cent of the men of the battalion are former rail- 
roaders and represent almost every railroad in the United 
States. Most of the men volunteered for rail battalion service. 
Two-thirds of the officers are from the ranks of the Southern 
Railway System.” 

The department said the 727th was one of the first Amer- 
ican rail units to operate in north Africa, that it kept the Sec- 
ond Corps supplied in its victorious drive against the Afrika 
Korps, and that it operated 200 miles of tracks between Ouled 
Rhamoun in Algeria and the forward Allied base at Tebessa in 
Tunisia. 

In its report on Colonel Okie’s experiences, the department 
quoted him as saying that life in the 727th was “no picnic,” 
and added: 


German demolition and allied precision bombings have smashed 
road beds, turned marshalling yards, bridges and stations into jumbled, 
twisted masses of steel, masonry and bodies. Yet the trains roll on. 
Men of the 727th continually work 36 and 40 hours without rest. They 
sleep and eat aboard their trains. The battalion’s road repair unit 
is especially pressed. It pushes ahead, repairing tracks and clearing 
demolitions as it goes. The men of this unit have been bombed, 
shelled and strafed, but casualties have been extremely low. 

*“‘We have had trucks and half-tracks bombed into junk, and loco- 
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motives blown up, but somehow my men always crawl out of the 
wreckage with practically no injuries,’’ Colonel Okie remarked. 


Commercial Motor Vehicles 


The Automotive Council for War Production has announced 
publication of “20 Years’ Progress in Commercial Motor Vehi- 
cles,” a 247-page book embodying the results of a comprehen- 
sive study on the technological developments in the commercial 
motor vehicle industry in the last 20 years. The council, said 
Arthur C. Butler, manager of the military vehicles section, 
had the study made at the request of the Board of Investiga- 
tion and Research. The author of the book is Athel F. Denham, 
head of Denham and Company, of Detroit, Mich., which was 
selected to make the study. The volume includes chapters on 
demand for specialized design, specialization and the war effort, 
effects of legal restrictions on sizes, weights, etc., economics 
of truck design, reduction of operating expenses, durability- 
performance-handling ease, driver comfort-safety, history of 
bus and trailer industry, the future of trucks, and more than 
40 charts and tables dealing with factory sales, production, fuel 
consumption, low gear ratio trend, and accident trends. 

“Who can predict today whether tomorrow we will or will 
not have ‘Greyhounds of freight?’” concludes the chapter on 
the future of trucks. “Many an operator would be quite willing 
to go to the expense of acquiring large numbers of highly 
specialized types of vehicles to suit his particular operation 
and that alone. It is quite conceivable that such designs might 
include monocoque construction, dual front as well as rear 
wheels, power steering, automatic gear shifting or torque con- 
version, and a host of other features outside the reach of the 
operator today, faced as he is with the insecurity of a future 
not determined alone by the economics of the service he renders 
to the nation.” 

Much depended on the extent to which development might 
be stifled by the imposing of even more restrictive legislation 
affecting load capacities, performance, and particularly the 
sphere of truck operations, the imposition of higher taxes, etc. 
it was pointed out. 

The book is being distributed by the military vehicles divi- 
sion, Automotive Council for War Production, New Center 


Bldg. Detroit 2, Mich., and Transportation Bldg., Washington 6, 


MONEY FOR MARITIME COMMISSION 

Referring to statements he had made about financial 
aspects of the work of the Maritime Commission and the War 
Shipping Administration, in the course of discussion of the 
independent offices appropriation bill in the House (see Traffic 
World, Jan. 29, p. 275). Representative Wigglesworth, of Mas- 
sachusetts, in an extension of his remarks in the Congressional 
Record, said he wanted to supplement his previous remarks by 
a brief over-all summary based on data he had obtained from 
the commission. 

The data from the commission indicated, he said, that 69 
vessels, 20 years or more of age, were purchased by the com- 
mission in the period from July 1, 1941, to December 31, 1942, 
at a total cost of $26,353,835, “or an average cost of about 
$382,000 per vessel.” This average, he said, was ‘between 
seven and eight times the average General Accounting Office 
book value for these vessels.” His information indicated fur- 
ther, he said, that charter earnings of 758 vessels, none less 
than 20 years old and having a total G. A. O. book value of 
about $37,900,000, aggregated $199,767,162 in the same 18- 
month period, or an average of over $263,500 a vessel. 

He noted that Chairman Bland of the House merchant 
marine committee said that some of the problems dealt with 
by that committee had ‘almost killed” him and some members 
of the committee. Mr. Wigglesworth said a resolution for a 
select committee to conduct an investigation of Maritime Com- 
mission expenditures was pending before the House rules com- 
mittee. 

“If the standing committee is too busy to do a prompt and 
thorough job in this connection,” he said, “it seems clear to 
me, that the situation calls for the appointment of a select 
committee.” 


RICE MILLING INDUSTRY CAR SAVINGS 


A special task group of rice milling industry traffic man- 
agers will be appointed soon to find the best way of making 
savings in freight car use in 1944, says the War Food Admin- 
istration. 

“W. F. A.’s Office of Distribution will work with the task 
group to try to obtain a 10 per cent saving in freight car use 
for rice by loading cars to maximum capacity and improve 
routing schedules,” it said. 
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February 12, 1944 


Railroads and Anti-Trust Laws 


Railroads had engaged in practices resulting in delay of 
the adoption by them of air conditioning equipment for pas- 
senger cars and of lightweight sleeping cars, in curtailment 
of new services, elimination of competitive schedules and pre- 
vention of rate reductions, Wendell Berge, Assistant Attorney 
General in charge of the Justice Department’s anti-trust divi- 
sion, said in testimony February 10 before the war mobiliza- 
tion subcommittee of the Senate military affairs committee. 

The subcommittee, headed by Senator Kilgore, of West 
Virginia, heard Mr. Berge’s testimony in a hearing on S. 702, 
a bill to create an Office of Scientific and Technical Mobiliza- 
tion. At the opening of the hearing, Chairman Kilgore placed 
in the hearing record a statement he had prepared, containing 
declarations to the effect that the railroads had been too con- 
servative in the field of technological development and, since 
their “booming frontier days,” had lost their “resiliency and 

outh.” 

4 “The railroads, notwithstanding their admirable effort to 
meet the present crisis,” said Mr. Berge, “are handicapped in 
regard to their equipment, facilities and techniques because 
of certain policies and practices which they and those furnish- 
ing equipment have followed. Since these policies and prac- 
tices involve restrictions on the adoption and use of new 
technological developments in the transportation field, they 
should be brought to this committee’s attention. . . . The Office 
of Scientific and Technical Mobilization, provided in the bill, 
would be in a position to... call the attention of Congress or 
appropriate regulatory bodies to any failure of the railroads 
to act in the national interest with regard to adoption of 
scientific developments.” 


Western Agreement Assailed 


Much of Mr. Berge’s testimony dealt with provisions of 
the so-called Western Agreement to which, he said, 32 rail- 
roads west of the Mississippi River, including the transconti- 
nental lines, were parties. The evidence he presented as to 
that agreement he said, had been developed since the presen- 
tation of other testimony concerning the agreement in hear- 
ings before the Senate interstate commerce committee on the 
Wheeler rate bureau regulation bill (see Traffic World, May 
22, 1943, p. 1225, and May 29, 1943, p. 1275). 

He said that under the Western Agreement certain 
“changes in practice” could be initiated by a member road only 
after compliance with the procedure contemplated by the 
agreement. One result of that provision, he said, was that the 
Burlington, in 1933, decided to forego, because of opposition 
of other member roads, its plan to install air conditioning in 
dining and lounge cars of the Burlington’s “Aristocrat,” oper- 
ating between Chicago and Denver. He cited other specific in- 
stances, dating back to 1933 and 1934, in which efforts of vari- 
ous railroads to install air conditioning equipment had been 
subjected to opposition by competing lines. After 1934, he 
added, the restrictions on installation of such equipment were 
relaxed, but, he said, until March 29, 1937, the railroads were 
required to give 60 days’ notice to the chairman of the Western 
Association of Railway Executives before placing such equip- 
ment in operation. He said it was not difficult for that associa- 
tion to persuade the Pullman Co. to “cooperate” in controlling 
the air conditioning of Pullman cars. 

“The ability of the Pullman Co. through its monopolistic 
power to carry out this policy of shifting most of the cost of 
air conditioning Pullman equipment in large measure to the 
contracting railroads,” he said, “undoubtedly had the effect of 
deterring the railroads from asking for as much air condi- 
tioned equipment as they would otherwise have used.” 

Mr. Berge testified that the western commissioner for the 
railroads parties to the Western Agreement had devoted much 
attention to proposals to improve and speed up freight service 
and the objective of his activities as to freight schedules was 
“epitomized” in a letter of December 19, 1939, to the Rock 
Island and the Texas & Pacific, containing the suggestion, ac- 
cording to Mr. Berge, that “anything savoring of speed con- 
tests” should be avoided. 


Western Railroad Rates 


In a discussion of activities of the western commissioner 
on rate matters, Mr. Berge averred that such activities had 
resulted in persuasion of the initiating roads to withdraw or 
modify rate reduction proposals. He said that “the Western 
Agreement was usually successful in preventing competition 
from developing between the western roads, and thus it with- 
held from the public the benefits of that competition in the 
form of reduced rates and improved service.” 

Mr. Berge then presented testimony about operations of 
the Pullman Co., saying that his presentation was based 
largely on the record developed in the trial of United States 
vs. The Pullman Co., et al., before an expediting court in the 
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eastern Pennsylvania district, in which the federal govern- 
ment won its suit for separation of the Pullman Co. from its 
manufacturing affiliate, Pullman-Standard Car Manufactur- 
ing Co. Senator Murray, of Montana, commented that this 
discussion, in view of the court’s action, was “ancient history.” 
Mr. Berge said that the court’s decree was “about to be 
entered” and that, on divorcement of the manufacturing com- 
pany from the operating company, the latter would be under 
no incentive to limit its orders for cars to Pullman-Standard 
Car Mantfacturing Co. Mr. Berge said the Pullman Co., in 
1933 and 1934 when a demand arose for lightweight sleeping 
cars, “deliberately retarded the development of lightweight 
trains in order to protect the earning power of its old heavy- 
weight equipment.” 
Air Express Contracts 


Mr. Berge next assailed the air express contracts involv- 
ing the railroad-owned Railway Express Agency and the 
domestic air lines, and his testimony on this matter included 
much that had been presented in the hearings on the Wheeler 
rate bureau regulation bill. 

“At present,” he said, “the railroads are extremely anxious 
to obtain a revision of the civil aeronautics act which will 
permit them to acquire control of and to operate airline serv- 
ices. If they succeed in this plan, or in the proposal to estab- 
lish regional transportation systems embracing all forms of 
transportation—rail, water, highway, and air—as urged by 
the Transportation Association of America, there can be no 
doubt that the development of air transportation of both pas- 
sengers and cargo will be subordinated to the interests of the 
railroads in protecting their investment in an older form of 
transportation.” 

He called attention to what he described as a provision of 
the contract between the express agency and the airlines, to 
the effect that the express agency should distribute air cargo 
among the several airlines over which shipments might move 
in proportion to the volume of air cargo carried by the respec- 
tive lines at an earlier date. Thus, he said, any airline that set 
out to develop the air cargo business found that even though 
it originated a large volume of new business, that business was 
not routed over its lines. Revision of the contracts ‘‘under the 
guidance of the Civil Aeronautics Board” had partially cor- 
rected the situation, he said. 


“But the public can have no assurance of the fullest pos- 
sible development of air transportation of goods,” he continued, 
“until genuine competition enters the picture. There is no hope 
of such genuine competition until the airlines begin to compete 
among themselves and to make use of organizations other than 
the Railway Express Agency to originate traffic.” 

In his conclusions, he said that the railroads, while neglect- 
ing essential developments in their own field, had retarded the 
development of transportation of cargo by air, and that it was 
clear that whenever monopoly control supplanted competition 
in the field of transportation, ‘as in other forms of private 
enterprise,” technological progress was retarded. 


Senator’s Statement 
Chairman Kilgore’s statement included the following: 


The railroads . . have participated little in industrial progress 
since World War I, and there were signs of approachnig senility as 
we entered this war. . . . About half the cars which the railroads had 
available for mobilization on the eve of this war were the same cars 
that they had in the last war. Specifically, 49.7 per cent of the pas- 
senger cars in use last year were built before the armistice which 
ended the previous war. . . Some of them, of course, have been 
‘“‘modernized.’’ 

The locomotive story is not dissimilar. Thus, 1,588 of the locomo- 
tives in service at the end of 1941 were built before the beginning of 
1910. That accounts for 22 per cent of all passenger locomotives in 
service. An additional 2,807 passenger locomotives, or 40 per cent of 
the total, were built between 1910 and 1920... . 

It is indeed fortunate that we are not fighting the war in the 
Pacific with battleships built before 1910, and that we aren’t bombing 
Berlin with planes 66 per cent of which were built before 1920... . 

We are a progressive people, and we demand progress from our 
scientists, our technologists, and our industries. .. . 

The railroads, on the other hand, follow a more conservative pol- 
icy. I think railroad men will agree that with few exceptions, rail- 
road equipment is retired when it won’t run any more or isn’t needed 
rather than merely because better equipment is available. ... 

I believe and hope that the railroad industry will break with the 
traditions it has followed for a quarter of a century. It must do so 
if it is to cope with the wartime problems now facing it and emerge 
to provide genuine service to the American people in the postwar period. 


Herbert Schimmel, chief of investigation and hearings for 
the war mobilization subcommittee, placed in the record. as 
“subcommittee exhibits,” a statement by the Timken Roller 
Bearing Co., on use of roller bearings in oil tank cars to in- 
crease car speed; data from Chairman Patterson, of the Inter- 
state Commerce Commission, as to age of railroad equipment 
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and instances in which the Commission has recommended intro- 
duction of new devices, including power brakes and block sig- 
nals, and an analysis prepared by Mr. Schimmel to show that 
air brake improvements have not been made as rapidly as 
possible in the last 20 years. 


Statement by Johnston 


In reply to charges made by the anti-trust division of the 
Department of Justice before a sub-committee of the Senate 
military affairs committee, February 10, to the effect that the 
western railroads’ agreement for commissioner plan had “re- 
tarded technological development,” Charles E. Johnston, Chi- 
cago, chairman of the Western Association of Railway Execu- 
tives, made the following statement: 


The whole matter of the western commissioner agreement was 
gone into last summer in hearings before the Senate committee on in- 
terstate commerce. At that time similar charges were made by the 
anti-trust division of the Department of Justice which were completely 
answered by Joseph B. Eastman, Director of the Office of Defense 
Transportation; R. V. Fletcher, vice-president of the Association of 
American Railroads, and by the statement of W. Averell Harriman, 
which was read into the record. 


The charge that railroads have retarded technological development 
is wholly unfounded. Railroads led the field in the development and 
use of both air conditioned passenger equipment and streamlined light 
weight passenger trains and diesel locomotives. The western agree- 
ment was merely the means utilized to afford sound and orderly pro- 


grams of improvement and resulted in promoting rather than retarding 
development. 


The agreement itself was a product of the depression. It was 
adopted by the western roads in an effort to comply with principles 
announced by the Interstate Commerce Commission in one of its opin- 
ions and it made an important contribution to the ability of the carriers 


to turn in the wonderful record of performance they are accomplishing 
today. 


In April of tast year, when ihe validity of the contract was chal- 
lenged, it was promptly canceled and terminated. It was felt that, 
under present conditions, the contract was unnecessary and that it was 
the duty of the railroads to devote their effort and attention to the 
accomplishment of the wartime transportation job. 


Chicago Shippers’ Council 


The shippers’ council of the Chicago Association of Com- 
merce, at a meeting at the Palmer House, February 10, re- 
ceived a report from S. L. Felton, traffic manager, Acme Steel 
Company, chairman of its special committee on early freight 
closing, that the Chicago advisory committee to the O. D. T. 
on that matter had decided to recommend no change at present 
in the 5:00 p. m. closing hour. The advisory committee, how- 
ever, according to Mr. Felton’s report, was keeping the matter 
open and would be willing to hear more testimony and argu- 
ments from railroads and truckers should conditions become 
more acute. 

W. H. Ott, Jr., traffic manager, Kraft Cheese Company, 
reported on the part he had taken at the hearing in opposition 
to proposals of the Transamerican Freight Lines to limit in- 
surance on shipments over its lines to $2.50 a pound. 

There were a number of expressions in opposition to the 
reported intention of the board of directors of the American 
Trucking Associations to call the attention of the financial 
troubles of the common carrier truckers to the President with 
a view to his taking some action. The opinion was voiced that 
there existed regular and proper channels through which high- 
way carriers ought to seek cures for their financial ills and 
that the by-passing of them to bring their complaint direct 
to the President would be a bad precedent. Along those lines, 
the council decided not to ask for suspension of the Central 
States Motor Freight Bureau’s tariffs making a general four 
per cent increase in motor common carrier rates in Central 
Territory, scheduled to go into effect early in March. The 
opinion was expressed, however, that, where future increases 
were filed based on current abnormal conditions, they should 
carry expiration dates. 

There was a discussion of failure on the part of shippers 
to receive copies of forwarder tariffs in advance of effective 
dates. It was decided to keep a more careful check of dates 
of receipt against effective dates and to issue a general pro- 
test to forwarders based on the information so developed. It 
was also decided to ask the committee of the National Indus- 
trial Traffic League dealing with transportation executives, 
which is now negotiating for a docketing agreement with the 
common carrier trucking associations, to enter on similar nego- 
tiations with freight forwarders. 





MARINE ROPE CARE 

An annual saving of 5,800,000 pounds of manila fiber 
through education on rope care and use is sought by the Mari- 
time Commission, which has begun distribution of 250,000 
copies of a pamphlet entitled, “Rope is Priceless.” 
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Distribution was made to marine industries in an effort to 
reach all seamen and others handling rope in their work. The 
leaflet lists 38 points on the proper use and care of rope. 

The annual estimated merchant ship requirements in con- 
struction and maintenance are for 58,000,000 pounds of rope. 
The saving of 5,800,000 pounds, as anticipated by application 
of the 38 rope-saving hints, would equip 580 new ships, Rear 
Admiral Emory S. Land, chairman of the Maritime Commis- 
sion and W.S.A. administrator, pointed out. 


New York Shippers’ Conference 


The Shippers’ Conference of Greater New York, at a meet- 
ing at the New York Commerce and Industry Association, Feb- 
ruary 9, authorized G. E. Mace, manager of the association’s 
transportation bureau, to represent it before committees of the 
New York legislature in opposition to bills proposing the certifi- 
cation of traffic managers by statute. 

P. G. Kraemer, chairman of a special committee on motor 
carrier rates, reported that the New York terminal tariff of 
the Southern Motor Carriers’ Rate Conference contained “un- 
reasonable and discriminatory pick-up and delivery charges” 
for application in the New York area. He said he had conferred 
with officials of the conference at Atlanta, Ga., and that they 
had “agreed to correct the most obnoxious feature of this 
tariff.” To do so, however, he reported, they said they would 
require the assistance of New York interests in defining the 
New York zone. He said he was preparing a proposed zoned 
scale of rates which would be discussed with shipper groups 
and he asked that interested shippers communicate with him 
about it. 

He also reported on the application of the Northwest Air 
Lines for authority to operate through air service between the 
Pacific northwest and New York. The Port of New York 
Authority favored the application, he said, and he urged inter- 
ested shippers to appear at the C. A. B. hearing on the applica- 
tion February 28 to express their views. 

Fred L. Pomeroy, chairman of the classification committee, 
reported on proposed changes in Rules 33 and 51 of the Con- 
solidated Classification. He suggested no action but pointed 
out that shippers generally were opposed to the changes. 

R. W. Bennington, chairman of the nominating committee, 
reported the nomination of the following candidates for office 
in the conference, the election to be held at the March meeting: 


For chairman, John H. Pretzell, traffic manager, Standard Brands, 
Ine.; first vice-chairman, Fred L. Pomeroy, traffic manager, Vanadium 
Corporation of America; second vice-chairman, George E. Mace, man- 
ager, transportation bureau, Commerce and Industry Association of 
New York; secretary-treasurer, R. H. Goebel, Rubber Manufacturers’ 
Association, Inc.; member, board of directors, B. H. Taylor, traffic 
director, Glass Containers’ Association of America. 


PORT MODERNIZATION PLANS 


Modernization of American ports to meet postwar mer- 
chant shipping needs is being studied by the Maritime Com- 
mission’s postwar planning committee. Officials of the Foreign 
Trade Zones Board of the Department of Commerce are also 
giving attention to this subject. Only a few American ports 
have modern facilities, according to these officials, and some 
of the ports have facilities a hundred years old. The city of 
New York, through its marine and aviation department, has 
begun a study of proposed improvement of facilities in that 
port by sending out a questionnaire to obtain views as to ship- 
ping needs. The argument is being advanced that, as a result 
of the merchart shipbuilding program, there will be fast mod- 
ern merchant vessels and that the port facilities must be ade- 
quate to service such vessels. 


PRACTICES OF S. F. BAY TERMINALS 


As a result of the decision of the Supreme Court of the 
United States upholding its decision in No. 555, Practices, Etc., 
of San Francisco Bay Area Terminals (see Traffic World, Jan. 
8, p. 79), the Maritime Commission has entered an order in 
that proceeding changing the effective date of its order of 
September 11, 1941, to March 15, 1944. The prior order had 
been stayed by the three-judge district court and the stay is 
expected to be lifted shortly. In the meantime respondents, 
according to commission officials, will arrange to comply with 
the commission’s findings. 


W. S. A. RISK RATE BULLETIN 


The division of wartime insurance, War Shipping Admin- 
istration, has issued bulletin No. C-29, effective February 7, 
cancelling and replacing all rate bulletins issued by the W. S. 
A. with respect to shipments of cargo. The bulletin covers six 
mimeographed pages. 
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Air Transportation 





International Air Transport 


Representative Sheppard of California, in remarks in the 
House, said there was danger that this country’s commercial 
aviation over the oceans, after the war, would be “hamstrung 
and crippled” and that ‘“‘the interests centered in Pan American 
Airways Corporation” were ‘would-be shacklers of aviation.” 

He said that Juan Trippe, president of Pan American, was 
“laboring to give birth to a monopoly of our international air- 
ways.” He added that Mr. Trippe had made Pan American 
into ‘fa focus of economic power,” with members of its board 
of directors interested also in aircraft manufacturing, finance, 
communications industries, the shipbuilding industry, and in 


steamship and railroad companies. He said that Leo Crowley, . 


head of the Foreign Economic Administration, Norman Davis 
and Admiral W. H. Standley “might almost seem to give Pan 
Amer.can a kind of status in the government.” He referred, 
also to “Mr. Trippe’s not unknown brother-in-law, Mr. Edward 
Stettinius, the Under Secretary of State,” as a Pan American 
director. He said that Pan American maintained ‘‘a magnificent 
mansion” at 2017 F street in Washington and that “in this 
house, one of Washington’s show places, Pan American enter- 
tains discreetly and sumptuously,” adding that “it entertains 
those who can help it in its policy of getting back what it had 
in the long-distant pre-war era—its monopoly.” He referred 
to this building as “Pan Am’s ‘hush-hush’ hall on F Street.” 


“In closing,’’ said Representative Sheppard, “I now want 
to serve notice on every government department that may have 
anything to do with our postwar international airways: 


“Here is the notice—if I see the slightest sign of this 
monopoly plan becoming effective, I will file with this House 
a resolution calling for the most complete investigation, not 
only of the action of the department or departments in ques- 
tion, but of Pan American Airways’ operations, with and with- 
out the assistance of taxpayers’ dollars, from its founding to 
the present day.” 


Senator Brewster, of Maine, placed in the Congressional 
Record an excerpt from an address by Lord Beaverbrook in 
the House of Lords, relative to international air transportation 
after the war. Senator Brewster said he did not wish the ex- 
cerpt to be considered as an expression of his own views “but 
merely as a document of very great importance which has not 
previously been brought to the attention of the American peo- 
ple.’ The extract from Lord Beaverbrook’s speech included 
the following: 


As for the bases under our control, let me say at once that the 
government has no desire to exclude aircraft of other nations. We 
demand no prescriptive right to the use of airfields for ourselves. 
Rather do we mean to use them for the purpose of steadily developing 
civil aviation throughout the world. Here it must be said that the 
bases are few in number at which any great volume of traffic can be 
collected. Just the same, it will be necessary to have international 
agreement on traffic regulations and arrangements. This is an essential 
condition of future developments. For my part, I find myself on this 
subject in agreement with Mr. William Burden, of the Department of 
Commerce, in Washington. Mr. Burden, speaking in Washington on the 
Sth of January, said: 

“Complete freedom of the air in -the present state of the world 
might result in commercial anarchy.’’ 

I share Mr. Burden’s view. For our part, we are prepared and 
ready at any time to enter into negotiations with a view to disposing 
of all traffic problems and arrangements that will arise. 

Now the President has recently . declared for the right of 
innocent passage for all nations throughout the world and for the 
right to land anywhere for refueling and other non-traffic purposes. 
And I am now authorized by the Prime Minister to say that we join 


with the President to the fullest extent in subscribing to these 
principles. 


AIR CERTIFICATE APPLICATIONS 


A motor common carrier of household goods is one of the 
new applicants for authority to institute air transport service 
whose applications have been received by the Civil Aeronautics 


board. The new applications, with the docket numbers assigned 
to each, follow: 


No. 1297, Hylan Flying Service, Inc., Rochester, N. Y.; amend- 
ment of application in No. 39-401-E-1 (for ‘‘grandfather’’ rights as to 
non-scheduled operations), so as to remove from ‘‘grandfather’’ appli- 
cation the applicant’s request to engaged in scheduled transportation 
of persons, property and mail over various feeder routes, having as 
their termini the following points: Buffalo, New York City, Rochester, 
Albany, Syracuse and ‘‘Tri-Cities’’ (Binghamton, Johnson City, Endi- 


All 


, cott and Owego), N. Y.; Boston, Mass.; Norfolk, Va.; Cleveland, O.; 


Atlantic City, N. J.; Pittsburgh, Pa., and Washington, D. C. 

No. 1298, Bekins Van Lines Co., Omaha, Neb.; non-scheduled on- 
demand transportation of household goods and allied commodities be- 
tween points in the United States, Alaska, Canada and Mexico. The 
applicant says that in proceedings before the Interstate Commerce 
Commission it bought all interstate operating rights of individual 
Bekins lines, motor carriers of household goods, and thus was able to 


obtain motor operating rights throughout the greater part of the 
United States. 


No. 1299, Aviation Enterprises, Ltd., Houston, Tex.; scheduled 
transportation by air of mail, passenger and property between Browns- 
ville, Tex., and El Paso, Tex., via designated intermediate points. 


“Feeder” Air Carrier Proposals 


Examiners William J. Madden and Albert E. Beitel, of the 
Civil Aeronautics Board, in a proposed report in No. 857, In- 
vestigation of Local-Feeder Pickup Air Service, have recom- 
mended establishment of ‘feeder air carrier” service to small 
cities and limitation of expansion of services by existing air 
carriers to cities having metropolitan populations of 25,000 or 
more “except upon a showing that such extensions will not 
adversely affect the operation of feeder services in the same 
general area.” 

The examiners noted that the board’s order instituting the 
investigation limited its scope to two general proposals: (1) 
The propriety of extending air transportation to communities 
and localities throughout the United States to which such 
transportation may not appear warranted under usual eco- 
nomic considerations or under existing standards of operation; 
(2) the coordination of any such transportation that may be 
authorized with air transportation presently authorized, or 
which may be authorized, under usual considerations and ex- 
isting standards. They noted also, that hearings had been held 
in the proceeding over a period of weeks, ending October 25, 
1943 (see Traffic World, Oct. 30, 1943, p. 1064). 

In their discussion of air cargo prospects, the examiners 
said: 

There are certain fundamental difficulties encountered in connec- 
tion with the development of air cargo generally which will be par- 
ticularly hard to contend with in small city services. One factor is 
that a combination of volume and distance must be attained in order 
to generate substantial cargo revenue. Both elements of this combi- 
nation will become more difficult to attain as city size decreases. In 
addition, the over-all cargo transportation requirements for small 
cities are relatively small, and consequently that portion which is 


susceptible to development into air cargo or air express is correspond- 
ingly small. 


Accordingly, it is our conclusion that expansion of air service into 
small cities, at least for some time, will have to be accomplished 


without any material financial assistance in the form of revenue from 
the transportation of property. 


Surface Carriers’ Applications 


The examiners said that there were now pending before 
the C. A. B. about 70 applications of surface carriers or their 
affiliates, for authority to operate air transportation services. 

“By far the majority of these applications,” they said, 
“clearly contemplate the inauguration of complete air trans- 
portation services. Although they may, in some respects, ac- 
complish an integration with the surface transportation, they 
must nevertheless meet the rigid test of being only auxiliary, 
supplementary and incidental to surface operations, the test 
which has been adopted by the board in its interpretation of 
the act.” 

The examiners placed stress on their idea that any feeder 
carrier service authorized must be operated economically. 

“Since our conclusion that feeder services should be estab- 
lished is based upon the premise that such services will incor- 
porate economies of operation,” they said, “in order to cope 
with the relatively low traffic potention at small cities, it 
can not be pointed out too strongly that a constant, overriding 
emphasis must be put on seeking out where economies can be 
achieved in the various component elements constituting a 
transportation service. The investigation has by no means ex- 
hausted the extent to which such economies can be achieved, 
but a number of instances are apparent. They include smaller 
aircraft designed for feeder operation, operation with a single 
pilot, the elimination of extra services such as cabin attend- 
ants and meals, and the reduction of intermediate station per- 
sonnel. Many other economies will be forthcoming from tech- 
nical development as operating experience becomes available.” 

The examiners said, after discussing contentions that every 
community in the United States was “entitled” to air trans- 
portation and air mail service, that, however desirable it might 
be to extend air service to all corners of the nation, it was not 
possible to authorize an expanded air transportation system 
principally for providing a market for aircraft plants and to 
create postwar employment and still confine the authoriza- 
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tions within the limits of the policy of the legislative act under 
which the authorizations were granted. The examiners sum- 
marized their recommendations as follows: 


(1) Air transportation should be expended to small cities in part 
by the addition of points to existing routes and in part by the author- 
ization of services to be rendered by new carriers committed and 
delegated to effecting substantial economies of operation in the manner 
hereinbefore outlined. 

(2) A classification of such carriers should be established and de- 
signated as feeder air carriers. 

(3) Authorization of service by feeder air carriers should be based 
upon a showing that economies of operation as hereinbefore outlined 
will be incorporated into the services. 

(4) To further assure the operation of routes by feeder air car- 
riers on an economical basis a maximum rate of compensation for the 
transportation of mail should be fixed and determined in the amount 
of 25 cents per mile. 

(5) Appropriate limitations relating to non-stop and_ skip-stop 
schedules, designed to maintain a proper balance between operations 
by feeder carriers and other air carriers, should be prescribed in the 
authorization of each feeder service. 

(6) Limitations should be imposed upon the expansion of air 
services by presently operating carriers in order to allow a field of 
operation for feeder services. As a criterion in the accomplishment of 
such limitations, extensions by presently operating air carriers should 
be limited to cities having metropolitan populations of 25,000 or greater 
except upon a showing that such extensions will not adversely affect 
the operation of feeder services in the same general area. ‘ 

(7) Authorization of air services by surface carriers should be 
rigidly confined to the operation of aircraft in services which are only 


auxiliary, supplemental or incidental to the surface transportation 
facilities. 


(8) No general expansion of air services incorporating only pick-up 
operations should be authorized except in unusual cases where the 
needs of the Postal Service may require such an operation. Expansion 
of pick-up operations should generally be authorized only where a 


combination pick-up and passenger service will be operated and de- 
veloped. 


(9) Safety regulations for feeder service should permit the carry- 
ing of passengers On planes which also render pick-up service; the 


provision of service with single engine aircraft, and the operation of 
aircraft with a single pilot. 

(10) Applications for certificates authorizing feeder services should 
be heard together with applications for other services within the same 
general geographic area in a consolidated proceeding. 

(11) Hearings upon applications for authorization of air trans- 
portation service, which are based essentially on the use of helicopters, 
should be deferred until such time as commercial helicopters are 
available. 


The examiners recommended that hearings on applications 
for air transport authority based essentially on the use of the 
helicopter be deferred “until such time as commercial heli- 
copters are available.” 

“While the evidence presented at the hearing tends to 
prove that the helicopter will be a vehicle useful in commer- 
cial air transportation,” they said, “it does not appear that the 
entry of the helicopter into the commercial aviation picture 
will suddenly and startlingly revolutionize all the principles of 
air transportation.” 

They observed that helicopters now existed “only on the 
drawing board,” from a practical standpoint, and that the use 
of such vehicles would not result in any particularly substantial 
saving of cost. They concluded that, with due regard to the 
progress that had been made, the helicopter was still in the 
developmental stage and not so imminent that plans for ex- 
panding air transport service should be altered, and that when 
the helicopter became available it would be used on “services 
now or hereafter authorized in the manner best suited to its 
inherent characteristics.” 


EXPLOSIVES BY AIR 


The Civil Aeronautics Board has amended section 60.97 
of its regulations governing the carriage of explosives and 
other dangerous articles in civil aircraft, effective February 
15. The regulations were published in the Federal Register of 
February 10. 


PICK-UP SERVICE FOR PAN-AMERICAN 


Pan American Airways has announced that, effective Feb- 
ruary 15, the Railway Express Agency will provide pick-up 
service throughout the United States for shipments destined to 
foreign points via Pan American air express service. Those 
making such shipments have been obliged to appear in person 
at agency offices to sign the airline’s “airwaybill.”’ Under the 
new arrangement, local express company offices will fill out 
airwaybills. The agency will perform the service for no addi- 
tional charge. At the same time, transportation within the 
United States and Canada of international air express ship- 
ments will not be subject to the present additional insurance 
premium charge of 10 cents a hundred pounds. After February 
15, shippers may insure their shipments from U. S. and Ca- 
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nadian points of origin to points of delivery to consignees 
named in the airwaybill, at premium rates presently applicable 
only on the Pan American portion of the movement. The “con- 
siderable reductions” in such charges have been “made pos- 
sible through recognition by the underwriters of the excellent 
performance of Pan American as well as improvements gen- 
erally in air express service,” the company says. 


TEXAS-MEXICO AIR SERVICE 


In a report in No. 924, American Airlines, Inc., San An- 
tonio-Monterrey-Mexico City Service, Examiner Thomas L., 
Wrenn, of the Civil Aeronautics Board, has recommended that 
the temporary certificate held by American Airlines, author- 
izing service to Mexico City from Fort Worth-Dallas and E) 
Paso, Tex., be amended so as to include San Antonio, Tex., 
as an intermediate point. He said that approval of American’s 
application in the instant case would afford San Antonio a 
single-company through service to Monterrey and Mexico City 
without the addition of substantial flight milage or without 
substantial adverse effect on the through service. 


Air Trafiie between Americas 


F. H. Crozier, chief of the research and analysis section 
of the economic bureau of the Civil Aeronautics Board, has 
submitted to the board a preliminary draft of a report on 
“Overseas Air Service Patterns—Trans-Caribbean and Off- 
shore-Island Areas,” for use as an exhibit in a C. A. B. pro- 
ceeding, set for hearing May 15, involving applications of 
several American companies for authority to engage in air 
service between points in continental United States and points 
in Latin American countries, including service to islands in the 
Caribbean Sea. 

Attached to the 13l-page report are two appendices, one 
comprising sea passenger data for the years 1930 to 1938, 
inclusive, based on material in Maritime Commission reports, 
the other embracing “classified origination-destination data” 
based on reports of Pan American Airways Corporation and 
selected affiliates. . 

In his letter of transmittal to the board, Mr. Crozier said 
the purpose of the study was to provide ‘“‘factual and analytical 
material bearing on the scope, volume and character of interna- 
tional air service desirable” between the continental and island 
countries of the Americas. The report included the following 
introductory statements: 


The service pattern here presented covers 38 political divisions, 
comprising 21 republics, nine British, three French, and two Dutch 
colonies, and three United States territorial areas. These countries 
are extremely diverse in economy, culture, topography and climate. 
They range in size from over 3,000,000 to less than 500 square miles. 
The length of the service pattern’s diagonal axis from northwest to 
southeast is approximately 7,000 miles and it traverses three tempera- 
ture zones. Some 40 air carriers, exclusive of domestic United States 
lines, serve the total region. These carriers range in size from an 
international system connecting the entire region to small local routes 
operating a few monthly schedules. In 1941 the combined length of 
their routes was 93,500 miles. 


The report said that the surest and largest market for the 
international carrier, particularly the carrier of U. S. incor- 
poration, was represented by the travel interchanged between 
the United States and other nations and territories within the 
total region. 

On December 30, 1941, according to the report, Pan 
American Airways owned the majority of stock in one air 
transport company in Mexico, two in Colombia, one in Brazil 
and one in Argentina, and owned 50 per cent of the stock of a 
Cuban air transport company. 

“With certain exceptions and limitations,” it was stated 
in the report, “Pan American Airways enjoys privileges of par- 
ticipation in purely national traffic, or cabotage, along the line 
of its routes which it cannot be assumed would be extended, as 
a matter of course, to newcomers in this international air 
market. Pan American Airways and Panagra pioneered trunk 
line air service between the various areas here represented and 
the United States and they have been established in these areas 
for a number of years... .” 

In the study the area involved in the inter-American air 
service applications was divided into three groups, the first 
comprising Mexico, Cuba and the Bahamas; the second, the 
Caribbean region, including islands other than Cuba and the 
Bahamas and, also, Central America and Colombia and 
Venezuela; the third, South America except Colombia and 
Venezuela. 

The study contained the following observations: 


The backbone of international air service in the whole region under 
consideration is quite obviously afforded by travel interchanged with 
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the United States. The relatively heavy air travel in the Caribbean 
area is almost wholly with the United States. In South America, how- 
ever, travel with the United States represents an important but not 
dominant proportion of the whole. Were the non-United States travel 
subtracted from the 1941 total flow in this area, it seems quite evi- 
dent that the remaining traffic would not have afforded very substantial 
financial support for the number of through international schedules 
operated in this region during 1941. - 


Postwar Highway Transportation 


Air transport competition in the postwar period will fur- 
ther accentuate short-run capabilities of the automobile, the 
bus and the truck, and the coming era in domestic transporta- 
tion will be one of expansion for both highway and air trans- 
portation, in the opinion of G. Donald Kennedy, vice president 
of the Automotive Safety Foundation, who has completed a 
fact-finding survey of the highway situation entitled “The Role 
of the Federal Government in Highway Development.” 

The report, transmitted to Senator Hayden, of Arizona, 
chairman of the subcommittee on reclamation and highways of 
the special Senate committee on postwar economic policy and 
planning, by Paul G. Hoffman, chairman of the safety founda- 
tion, has been published by the subcommittee. The survey, said 
the senator, was prepared at his request. 

“In the case of freight transportation,” said the report, 
“it is noteworthy that the annual per capita volume of intercity 
freight traffic has declined somewhat over the past several de- 
cades, from 4,700 ton-miles in 1916 to 4,600 ton-miles in 1940. 
After the war, there may be a more definite trend downward 
in the amount of total freight carried per capita as a result 
of the relocation of manufacturing establishments closer to 
sources of raw material, the introduction of lighter-weight ma- 
terials, the long-distance transmission of electric power, and 
other technological changes. 


Truck Traffic Increase 


“Motor trucks can be expected to haul additional traffic 
for the following reasons: 

(a) There will be an increase in short-run local traffic as methods 
are devised to reduce unnecessary hauling of raw materials and exces- 
sive transportation from manufacturing plants to consumer. The truck 
will be well adapted to the provision of this short-run service. 

(b) The truck will provide transportation to newly located indus- 


tries and decentralized communities, where rail facilities may not be 
available. 
(c) The trend toward use of truck for less than carload freight 
will continue with the demand for fast, flexible, and low-cost service. 
(d) The truck will be necessary as a means of providing local sur- 
face transportation to complement air cargo service. 


With regard to passenger transportation, the last several 
decades had demonstrated no decline such as occurred in freight 
movement “but an astonishing tenfold increase in the total 
annual amount of passenger-miles generated per capita,” said 
the report. This increase in mobility, it said, would certainly 
be continued with the development of private and commercial 
aircraft operations and other factors also pointed to an increase 
in motor vehicle travel. 

Much of the emphasis in planning postwar public works 
had been placed on the necessity to provide employment, said 
the report, adding that, in the development of highways, the 
objective of providing a maximum amount of employment could 
be served in only one way: By limiting construction to the facil- 
ities actually needed and doing the job in the most efficient 
way possible. It said the total construction capacity of the 
country would not be sufficient to permit all of our needs to 
be met at the end of the war. 


Transcontinental Highways 


The report referred to the finding of the Public Roads Ad- 
ministration in its “Toll Roads and Free Roads” that there was no 
“fully transcontinental travel” to justify construction of transcon- 
tinental superhighways. It said, however, that the lack of need 
for such highways did not preclude the fact that many long- 
distance “superhighway” routes would be necessary after the 
war where traffic warranted. The most urgent future need, said 
the report, was for highways designed to provide local or rela- 


+ aa short-run transportation, and especially urban transporta- 
ion. 


“Thus,” continued the report, “although “Toll Roads and 
Free Roads’ recommended the improvement of a limited system 
of existing interregional highways as an alternative to a system 
of new transcontinental toll superhighways, it also concluded 
that ‘the needed rebuilding and improvement of the main rural 
highways is only one element in the larger program of work 
required for the adequate modernization and extension of the 
public street and highway facilities of the country.’ ” 
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The report reviews various aspects of the postwar highway 
improvement program. In conclusion the report, in part, says: 


It is clear that highway transportation, which created or heavily 
supported many of our major industries before the war, must be 
depended upon in a substantial way to provide peacetime markets 
after the war. The responsibility of the automotive industries in con- 
tributing toward the maintenance of a high level of national income 
and employment in the post-war period will be unquestionably of 
great importance. That responsibility is equally shared, however, by 


those who provide the highways upon which motor transportation 
depends. 

The conclusion is inescapable: That we must prepare diligently and 
with vision for the necessary action at the end of the war to provide 
the highways we need. The advantages to be gained from the achieve- 
ment of well-conceived highway plans now will return high dividends 
to the whole nation when the war has been won. 

Highway construction, therefore, has a place of singular importance 
in any program directed to the maintenance of a high level of economic 
activity after the war. The objective is not simply to build roads so 


that men will have jobs, but to have roads‘so that men can build 
America. 


M. C. Ship Purchases and Sales 


Representative Boykin, of Alabama, has inserted in the 
Congressional Record the text of three letters relating to trans- 
actions between the Maritime Commission and the Waterman 
Steamship Corporation, including one from Comptroller Gen- 
eral Warren to War Shipping Administrator Land in which 
Mr. Warren states that “the charges originally raised against 
the Waterman Steamship Corporation may be regarded as hav- 
ing been eliminated by subsequent developments.” 

The Comptroller General, in his letter to Admiral Land, 
quoted a letter that the latter had addressed to the Comptroller 
General last October, in which Admiral Land cited the allega- 
tion that the Waterman corporation should be charged with 
$1,995,602.68, representing “the difference between what the 
commission paid Waterman for five ships which it bought from 
the corporation in December, 1941, and the amount the com- 
mission would have paid if, instead, it had required Waterman 
to return to the commission five other ships which were sold 
by. = to Waterman in June, 1940.” Continuing, Admiral Land 
said: 

Two of the ships so sold to Waterman have been lost while under 
charter to the War Shipping Administration. The charters provided for 
indemnity in case of loss on the basis of the values specified in the 
sales agreement of June 8, 1940. The three ships still in operation 
have been returned to the War Shipping Administration, also in con- 


formity with the values specified in the sales agreement of June 8, 
1940. 

The acquisition of these ships, together with the indemnity for the 
two that were lost, appears to remove from consideration the question 
of whether the United States should have acquired one group of five 
ships as against acquiring the other group. The United States needed, 
and has acquired, both groups. ... 


The Comptroller General said it was now clear that by 
reason of “the subsequent developments” described by Admiral 
Land the United States had realized fully the financial advan- 
tages of the option contained in the sales agreement of June 8, 
1940. 

The third letter placed in the Record by Mr. Boykin was 
addressed by Frank L. Yates, Assistant Comptroller General, 
to Attorney General Biddle, and contained data on which the 
Comptroller General had based his original contention that the 
transactions between the Maritime Commission and the Water- 
man corporation had involved an excessive expenditure of 
government funds. 


RAIL REORGANIZATION FEES 


The Supreme Court of the United States, February 7, 
denied a petition for a writ of certiorari to the U. S. Circuit 
Court of Appeals for the seventh circuit in No. 575, Israel A. 
Abrams et al., petitioners, vs. Henry A. Scandrett et al., trus- 
tees of the Chicago, Milwaukee, St. Paul and Pacific. Peti- 
tioners appealed from a judgment of the district court upholding 
action of the Commission in denying a petition for attorneys’ 
fees and expenses to be paid from the estate of the debtor. 
The Circuit Court of Appeals affirmed the district court. 


NEW GOODRICH SYNTHETIC TIRE 


The B. F. Goodrich Company has designed a new tire, the 
“speedliner,” which, it claims, overcomes some of the heat 
generating defects of synthetic rubber. It is designed with 
ventilating grooves at the side of the tread and reduced thick- 
ness of tread at the shoulder. Tests on a ten-ply heavy duty 
truck tire showed that it ran 22 degrees cooler that the older 
design at the shoulder, and 5 degrees cooler at the tread center, 
the company says. 
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Railroad Earnings 


Class I railroads of the United States in the year ended 
December 31, 1943, had an estimated net income, after interest 
and rentals, of $897,800,000 according to reports filed by the 
carriers with the Bureau of Railway Economics of the Associa- 
tion of American Railroads. 

“For the year 1942, net income of those roads, after interest 
and rentals, was $901,712,558,” said the A. A. R. 

“Net railway operating income, before interest and rentals, 
of the Class I carriers in 1943 amounted to $1,361,984,980, com- 
pared with $1,484,469,651 in 1942. 

“The decrease in net railway operating income in 1943 com- 
pared with 1942 was 8.3 per cent. This decrease resulted from: 


1. Increased operating expense due to higher labor costs resulting 


from wage agreements which were made retroactive to the early part 
of 1943. 


2. Increased cost of materials and supplies. 
3. Higher taxes. 
4. Action of the Interstate Commerce Commission in setting aside 


on May 15, 1943, increases in freight rates which had been effective 
since March 18, 1942. 


“In the first quarter of 1943, the net railway operating 
income was nearly 54 per cent above the same period in 1942. 
This percentage of increase gradually became less each month, 
however, and in June became a decrease. As a result, in the 
third quarter there was a decrease of 13.5 per cent and in the 
fourth quarter, the decrease was 43.2 per cent. 

“The rate of return earned on property investment aver- 
aged 5.04 per cent in 1943, compared with a rate of return of 
5.07 per cent in 1942. 

“Property investment is the value of road and equipment 
as shown by the books of the railways including materials, sup- 
plies, and cash. The earnings reported above as net railway 
operating income represent the amount left after the payment 
of operating expenses and taxes, but before interest, rentals, 
and other fixed charges are paid. 

“This compilation as to earnings in 1943 is based on re- 
—_ from all Class I railroads, representing a total of 229,263 
miles. 

“Total operating revenue in 1943 amounted to $9,054,724,379 
compared with $7,466,227,054 in 1942, or an increase of 21.3 
per cent. Operating expenses in 1943 amounted to $5.653,- 
192,656 compared with $4,601,463,051 in 1942, or an increase 
of 22.9 per cent. 

“Class I railroads in 1943 paid $1,851,235,248 in taxes, com- 
pared with $1,198,881,298 in 1942. 

; “Twelve Class I railroads failed to earn interest and rentals 
in 1943, of which five were in the Eastern District, two in the 
Southern Region and five in the Western District. 


Eastern District 


Class I railroads in the Eastern District in 1943 had an estimated 
net income, after interest and rentals, of $372,200,000 compared with 
$368,734,235 in 1942. 

Those same roads in 1943 had a net railway operating income, 
before interest and rentals, of $560,894,487, compared with $611,584,541 
in 1942. 

Operating revenues of the Class I railroads in the Eastern District 
in 1943 totaled $3,972,141,290, an increase of 15.5 per cent compared 
with 1942, while operating expenses totaled $2,612,142,339, an increase 
of 18.7 per cent above 1942. 


Southern Region 


Class I railroads in the Southern Region in 1943 had an estimated 
net income, after interest and rentals, of $134,600,000, compared with 
$126,034,025 in 1942. 

Those same roads in 1943 had a net railway operating income be- 
fore interest and rentals of $198,224,942, compared with $217,713,927 in 
1942. 

Operating revenues of the Class I railroads in the Southern Region 
in 1943 totaled $1,293,755,973, an increase of 22.9 per cent compared 
with 1942, while operating expenses totaled $753,418,913, an increase of 
20.9 per cent above 1942. 


Western District 


Class I railroads in the Western District in 1943 had an estimated 
net income after interest and rentals of $391,000,000, compared with 
$406 ,944,298 in 1942. 

Those same roads in 1943 had a net railway operating income, 
before interest and rentals, of $602,865,551, compared with $655,171,183 
in 1942. 

Operating revenues of the Class I railroads in the Western Dis- 
trict in 1943 totaled $3,788,827,116, an increase of 27.4 per cent com- 
pared with 1942, while operating expenses totaled $2,287,631,404, an 
increase of 28.7 per cent above 1942. 


MERCHANT SHIP PRODUCTION 
After stating that ship deliveries for January were at the 
lowest point since February, 1943, Admiral Land, chairman of 
the Maritime Commission, in an address broadcast over a na- 
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tional radio network, said that a drop from the December total 
was expected because many shipyards were converting from 
Liberty ships to Victory ships while others were redesigning 
merchant vessels for military use or were concentrating on 
military types at the expense of commercial types of ships, but 
that “the decline was much sharper than we had reason to 
expect.” 

“In December,” he said, Maritime Commission shipyards 
delivered 208 ships. Last month the total fell to 124. We can- 
not keep pace with the needs of our armed forces on this basis, 
With more than 2,000,000 additional soldiers scheduled to go 
overseas this year and with staggering quantities of equipment 
needed to reinforce our invasion plans, we must be empowered 
to guard against further delays in the realization of our pro- 
duction schedule. 

“Our primary difficulty has been in seeing that every job 
in our yards stays filled. . . . We must reduce labor turnover 
which averaged in 1943 about 8 per cent a month or 96 per 
cent per annum—entirely too great a turnover. We won’t have 
enough able, experienced workers to maintain our 1944 sched- 
ules if shipyard workers continue to leave their jobs at the 
present high rate. We will not be able to get enough new 
workers in the right places at the right time if we have to 
continue to depend on voluntary methods.” 

He said that a national service act would be “a stabilizing 
influence.” 

Appearing February 10 before the Senate military affairs 
committee in support of a national service act, Admiral Land 
said that today, in the production of ships, the primary difli- 
culty still was keeping the jobs filled. 

“There are not enough experienced workers to maintain 
1944 schedules if the turnover continues at the present high 
rate,” said he. “Voluntary methods will not secure enough 
workers in the right places at the right time. . . . To bring up 
to date the manpower figures, it is now estimated that the 
1944 ship production program will require an average of 675,- 
000 employes as against the same average for 1943. In Decem- 
ber, 1943, the ship construction manpower was about 650,000. 
It is estimated that for the months of January and February 
there will be needed 664,000; for the months of March and 
April, 674,000, and for the months of May and June, 678,000. 
There are needed right now 30,000 additional men to work in 
the shipyards, of which 10,000 would be only replacements. 
Estimates for needed additions to vessel personnel for 1944 are 
about 73,000 for replacements and for manning new ships. 
Approximately 130,000 seamen were employed when 1944 be- 
gan. Shore personnel, in connection with ship operation, will 
require an additional 4,500 employes in 1944 to carry on the 
now vast and still expanding merchant vessel operations. The 
Maritime Commission and the War Shipping Administration 
will need about 2,300 additional administrative personnel for 
Washington ard the field offices in 1944. These estimates of 
manpower needs indicate that in 1944 109,800 employes must 
be recruited for essential war work in the maritime field over 
and above employment at the beginning of the year.” 

Admiral Land said men serving in the merchant marine 
and men in training must be deferred from the draft if they 
were to continue in service. 


EXPRESS DISTRIBUTION OF RATION TOKENS 


Between 40,000,000 and 50,000,000 fibre tokens, to be used 
under the new O. P. A. rationing system beginning February 
27, are being delivered daily to the Railway Express Agency 
for distribution. More than 2,000,000,000 of the tokens are being 
produced in a southwestern Ohio plant. Their total weight will 
be in excess of 1,100 tons, equalling 140 carloads, to be deliv- 
ered by the agency in more than 14,000 individual bulk ship- 
ments. 


WAR USES FOR STEEL STRAPPING 


The current number of Acme Process News, house organ 
of the Acme Steel Company, illustrates and describes a number 
of war uses for steel strapping. Among them are the packing 
for shipment of 16-inch shells, the securing of reels of wire 
cables and truck trailers to railroad flat cars, and the reinforc- 
ing of wood boxes of chemical bombs. Other uses for steel 
strappnig, including the bundling of logs and the baling of flax 
fibre, are described. 


PACIFIC CAR DEMURRAGE 


The Pacific Car Demurrage. Bureau reports 32,893 cars 
held overtime in November, 1943—a percentage of 8.58, as com- 
pared with 37,336 in November, 1942, a percentage of 11.18. 
For October, the comparative figures were 41,613 cars and 
10.2 percent in 1943, and 37,352 cars and 9.24 per cent in 1942. 
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Postwar Rail Problems 


Problems of competition and taxation confronting the rail- 
roads were brought to the attention of the House committee on 
public buildings and grounds, February 10, by R. V. Fletcher, 
vice president, Association of American Railroads. The com- 
mittee is holding hearings on postwar problems. 

Asserting that there was but one state of affairs that would 
chill the returning sold’er’s enthusiasm for our democratic 
form of government and that that was “the dreadful specter 
of unemployment,” Mr. Fletcher said the transportation indus- 
try was aware of its obligation to its employes, and from a 
larger point of view, its obligation to society. He proceeded 
with a discussion of the railroad retirement and unemploy- 
ment Insurance systems made effective by federal law. 

Pointing out that the retirement system now called for a 
tax of 6% per cent on pay roll, one half being paid by man- 
agement and one half by the employes, Mr. Fletcher said the 
amount of taxes collected for that purpose in 1943 totaled 
$232,247,000 while benefits disbursed that year totaled $133,- 
059,000. There remained in the Treasury, as of December 31, 
1943, $311,421,800. He referred to estimates by actuaries that 
the present tax rate of 6% per cent was inadequate by some 
4% per cent to make the system entirely solvent and added 
that to increase the rate to 11 per cent or even 10 per cent 
wauld represent ‘“‘a tremendous burden on both labor and man- 
agement.” 

Bills were constantly being introduced in Congress calling 
for increased benefits under the retirement system, said he, 
adding that, in the rather unsatisfactory state of the railroad 
retirement accounts, “it would be folly to increase the bene- 
fits, unless, at the same time, provisions were made for in- 
creased revenue.” That had been the contention of the Rail- 
road Retirement Board, said he. 

There was now in the railroad unemployment insurance 
fund a total of $435,676,000 of “idle money,” continued he. He 
told the committee of the efforts made unsuccessfully before 
other congressional committees to have reduced the tax of 3 
per cent borne entirely by the railroad managements for un- 
employment insurance. Administrative expenses had amounted 
to $15,231,000 or more than one third of $43,382,000 in total 
unemployment benefits paid, said he. 


Small Unemployment Payments 


“To show how unfairly this law is working,” said he, “it 
may be stated that in 1943, the railroads paid, exclusive of 10 
per cent withheld for administrative expenses, the sum of 
$98,272,000, whereas benefits payments in this busy year 
amounted to only $919,000. To state it another way, the reserve 
balance now in this fund is more than 45 times the amount of 
the average annual benefit disbursement during the four and 
a half years when the system has been in operation. . . . We 
have contended that the law should provide that the 3 per cent 
rate should apply only when the reserve is less than $100,000,- 
000; that if it is more than $100,000,000 but less than $125,000,- 
000, the rate should be 2 per cent; and that the rate should 
be no more than 1 per cent if the surplus amounts to $125,000,- 
000 or more. So far, we have not been able to convince the 
appropriate committees of Congress that our suggested amend- 
ment is fair.” 

In addition to the burden of expense, he continued, this 
huge surplus was a constant temptation to divert these monies 
from the purpose for which they were collected for the benefit 
of other desired benefactions. I had been proposed, for exam- 
ple, said he, that a portion of the fund be used for the benefit 
of unemployed seamen in merchant ship service. 

After discussing estimates that employment after the war 
would range from 49,284,000 to 53,000,000 a year, Mr. Fletcher 
spoke of the competitive situation with respect to transporta- 
tion, urging that Congress “should make it clear that all forms 
of transportation should have equality in the matter of regu- 
lation, taxation and subsidies.” In speaking of the regulation 
to which railroads were subjected, he caused laughter by as- 
serting that a railroad “cannot even die a natural death with- 
out the authority from the Interstate Commerce Commission.” 

Financial Data 
_ Presenting statistics on financial results of railroad opera- 
tions, Mr. Fletcher said the operating ratio for American rail- 
oa in 1943 was 62.44 per cent as against 61.63 per cent in 
._ “The railroads, in 1943,” he continued, “paid $1,850,000,000 
In taxes, an increase of 54.4 per cent over the tax bill in 1942. 
The industry, therefore, is one which is rapidly approaching the 
two billion dollar class, when taxes are considered. It is not 
difficult to remember the time when the country was shocked 
by the designation of a Congress as a billion-dollar Congress, 
meaning thereby that a billion dollars had been appropriated 
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for a single year for federal expenses. Now, the railroads alone 
are paying nearly twice that amount in taxes.” 

Net income of the railroads in 1943 was estimated at 
$895,250,000, a decrease of seven-tenths of one per cent under 
1942, said he, contrasting that figure with gross revenue of 
$9,053,600,000 for the year. Out of net income of $900,000,000 
in 1942 only $174,368,000 was spent for dividends, said he, leav- 
ing more than $700,000,000 for reserves, additions and better- 
ments and debt reduction. In 1942 railroads had reduced in- 
debtedness by $325,000,000, said he. 

Mr. Fletcher also directed attention of the committee to 
efforts of the railroads to have the income tax law changed so 
that they might charge to operating expenses amounts set aside 
for doing maintenance work after the war—work that could 
not be done now because of the war—and not have to pay taxes 
on such amounts of money. 

Hope was expressed by him that the railroads would be 
able to accumulate $2,500,000,000 for rehabilitation of their 
properties after the war, for improvements and for modern 
equipment. 


Congressional Policy 


The success of the railroad industry and of other forms 
of transportation, said he, “must depend upon the adoption by 
Congress of a sound transportation policy and its adherence to 
that policy.” In concluding remarks in which he pointed out 
that the railroads were carrying 71.7 per cent of the freight 
traffic of the country and commended the “men and women who 
are in railroad service,’ Mr. Fletcher said, in part: 


Sooner or later, I think Congress must decide whether it favors a 
system of regulation that is based on competition in the ordinary sense, 
or a system where the preservation of competition is less important 
than the coordination of the various agencies. If we are to have the 
type of competition that many advocate, certainly all forms of trans- 
portation should be freed of handicaps or, in the alternative, should 
be equally handicapped. We cannot go on with huge subsidies to the 
water lines, to the air lines and the motor carriers, while at the same 
time requiring the railroads to pay their own expenses and contribute 
to the public welfare an enormous amount of their net earnings in the 
way of taxes. 

While I think it would be a very great error to abolish all forms of 
regulation and indeed, such action is unthinkable, yet if Congress saw 
proper to abolish all types of regulation and control, the railroads 
would probably be able to survive, even in a condition of affairs where 
the law of the jungle is supreme. But clearly, if there is to be an 
opportunity for industry to make an intelligent selection of the type of 
transportation it prefers, there must be equality of treatment, which 
means simply that there should be no subsidies or else that all should 
be equally subsidized. Personally, as one who is devoted to what I 
believe to be the American principle of individualism, I would much 
prefer to see the withdrawal of all subsidies, so that the Government 
would pay to the various forms of transportation only those amounts 
which will compensate fairly for services rendered to the Government. 


In answer to questions Mr. Fletcher said his statements 
relating to subsidies had reference to domestic transportation. 
In a reference to land-grant aids to railroads in the early days 
he said the railroads obtained about $125,000,000 and that land- 
grant deductions were now running about $200,000,000 a year. 

On the question of employment, Mr. Fletcher said the rail- 
roads needed 100,000 more employes now, and that the man- 
power shortage was particularly acute on the Pacific Coast. He 
said the railroads would take back the employes who had gone 
into the armed forces when they returned from war. 

Mr. Fletcher alluded to the suit brought by the Department 
of Justice to separate the Pullman Company from its manufac- 
turing affiliate, the Pullman-Standard Car Manufacturing Com- 
pany, and for revision of Pullman sleeping car contracts with 
the railroads. He said that under the expected separation de- 
cree the manufacturing company probably would continue in 
the manufacturing business and that the railroads would have 
to make some arrangement for operation of Pullman cars on a 
pool basis in order to meet demands of that service. 


“BLACK MARKET” TICKET SALES 


J. Edgar Hoover, director of the Federal Bureau of In- 
vestigation, has told the Office of Defense Transportation, in 
reply to a request from Director Eastman, that his bureau 
would assist the O. D. T. in its campaign to stamp out black 
market operations in railroad accommodations, the O. D. T. has 
announced. Said Mr. Hoover: 


I have instructed all of the special agents in charge of the various 
field offices of this bureau to receive all information concerning ticket 
scalping and profiteering and the resale of railroad and Pullman tickets 
which may be reported to them in their respective territories in order 
that this information might promptly be referred to you. 


The O. D. T. said that persons who had reason to believe 
they had been overcharged for transportation tickets obtained 
through agents other than the railroads themselves should 
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report the case to local F. B. I. agents, or to municipal author- 
ities. It added that replies from city governments specifically 
requested by the O. D. T. to investigate the passenger ticket 
black market indicated that local law-enforcement agencies 
would be on the alert for evidence of such operations, and 
that letters from municipal authorities showed that investiga- 
tions were already under way in many cities. 

Ordinances to prevent resale of railroad accommodations 
at exorbitant fees were being drawn up in five cities as a result 
of Mr. Eastman’s recent letter addressed to the mayors of over 
100 cities, the O. D. T. said, listing the cities at Washington, 
D. C., Tampa, Fla., St. Louis, Mo., Cleveland, O., and New 
Orleans. Miami, Miami Beach, Hollywood, Ft. Lauderdale, 
Palm Beach and West Palm Beach, Florida resort cities, had 
reported similar ordinances in effect since 1942, the O. D. T. 
said. 

It said that one arrest had been made in New York City 
under an ordinance passed in December, 1943, limiting resale 
— on passenger transportation accommodations to one 
dollar. 


NON-RECOURSE CLAUSE DECISION 


In a bulletin to members, E. F. Lacey, executive secretary, 
National Industrial Traffic League, has directed attention to 
the decision of the Supreme Court of the United States, Janu- 
ary 3, in No. 99, Illinois Steel Co., petitioner, vs. Baltimore and 
Ohio Railroad Co., sustaining the non-recourse clause when 
used on prepaid bills of lading. The decision was published 
in the Traffic World of January 8, p. 77, under the heading, 
“Sulphate Rate-Bill of Lading Case.” 

“Under section 3 (2) of the interstate commerce act, rail- 
roads are forbidden to deliver freight to consignee at destina- 
tion until all tariff rates and charges have been paid; and 
under the non-recourse clause appearing on the face of the 
uniform bill of lading, prescribed by the Commission, the con- 
signor signing this clause is relieved of liability for under- 
charges if delivery is made to the consignee without collection 
of the freight and all other lawful charges,” said Mr. Lacey. 
“Some of the railroads have been taking the position that this 
non-recourse clause is inconsistent if sought to be used on pre- 
paid shipments; and have contended that they should refuse 
to execute the non-recourse clause where charges are wholly 
or partially prepaid by the consignor.” 

Mr. Lacey said the League had consistently sustained the 
position of Chairman E. S. Gubernator of the bill of lading 
committee that as a practical matter the non-recourse clause 
was just as necessary and important for the protection of the 
consignor in the case of prepaid shipments as where the charges 
were to be collected entirely at destination. 

John S. Burchmore, counsel for the League, said Mr. Lacey, 
had pointed out.that the non-recourse clause simply represented 
a fair and sensible means of affording protection to which the 
consignor was entitled under section 3 (2) of the act. He said 
the decision of the court was conclusive in upholding the use of 
the non-recourse clause on prepaid shipments. 


Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Northern Ohio district, eastern division, at Cleveland. 
Dixie Ohio Express Co., of Akron, O., was fined $1,250 and 
costs, Feb. 2, following its plea of guilty to an information 
charging it with requiring drivers in its employ to operate 
vehicles for periods of time in excess of the daily and weekly 
hours of service; with failing to require drivers’ logs to be 
kept by certain of its drivers; and with failing to have in its 
files doctors’ certificates of physical examinations of certain 
of its new drivers; and with extending credit in violation of 
the Commission’s order of July 13, 1937. The court required 
the defendant to pay all of the fine. 

Northern Ohio district, eastern division, at Cleveland. 
Logan S. Miller and Joe T. Kelly, respectively, were fined a 
total of $150 and costs, Feb. 2, following their individual pleas 
of guilty to separate informations charging each with falsifi- 
cation of driver’s logs while employed as drivers by Dixie Ohio 
Express Co. All of the fine was required to be paid. 

Western Wisconsin district, at Madison. Mueller Trans- 
portation Co., of Eau Claire, Wis., was fined a total of $2,800, 
Jan. 28, following entry of its pleas of guilty to charges of 
having granted rate concessions to shippers, with failing to 
collect its freight charges within the time fixed by the order 
of the Commission, with failing to require its drivers to main- 
tain drivers’ daily logs, and with permitting and requiring 
such drivers to remain on duty for excessive hours a week. 
$1,000 was required to be paid and the remaining $1,800 of 
the fine was suspended for a probationary period of two years. 








Eastern Virginia district, at Richmond. William Randolph 
Beverley, doing business as Beverley’s Transfer, of Richmond, 
Va., was fined $250, Jan. 31, following his plea of nolo con- 
tendere to an information containing 10 counts charging him 
with violations of part II of the interstate commerce act. The 
court placed the defendant on probation for three years on 
the conditions that he obey the interstate commerce act, and 
that he pay all of the fine imposed. 

Northern Illinois district, at Chicago. Roy J. McArthur 
and Gertrude A. McArthur, doing business as Anaconda Van 
Lines, of Chicago, and Joseph S. Ross, Ellen L. Ross, and 
Harold Moss, all of Chicago, were fined $500 and costs, Jan. 
28, following entry of their separate pleas of guilty to an in- 
formation charging them with operating as common carriers 
of property for compensation without any certificate having 
been issued to them by the Commission authorizing such 
operations, and without have in effect and on file with the 
Commission evidence of cargo insurance. The fines were paid. 


RAILROAD GAUGES 

To provide for the standardization and simplification of 
railroad gauges which are specially designed and manufac- 
tured for use on locomotives and railway rolling stock, the 
War Production Board has issued Schedule 8 to Order L-272. 

Railroad gauges, affected in the order, are for use on loco- 
motives, railroad rolling stock, subway trains or trolleys. Air- 
brake gauges are included, but gearless crank type movement 
gauges are not. 


TRUCK WAGE CASES 


The National War Labor Board has announced that, with 
its public members dissenting, it has authorized wage in- 
creases of $2 and $1.50 a week for about 2,500 truck drivers in 
the St. Louis, Mo., area. It said the case involved locals 600 
and 729 of the International Brotherhood of Teamsters, etc., 
and the Association of Team and Truck Owners and the St. 
Louis Operators Committee. The increases previously had been 
approved by the W. L. B. Trucking Commission and were 
brought before the full board for review on the board’s own 
motion, according to the announcement. The board said the 
increases would not become effective until approved by the 
Director of Economic Stabilization. 

“The decision to grant the increases, which exceed the 
Little Steel formula,” said the board, “was based on the de- 
termination by the industry and labor members (of the board) 
that this case demonstrated ‘rare and unusual’ circumstances 
warranting consideration under the wage stabilization program. 
The public members dissented from this view and held that 
the designation of ‘rare and unusual’ was an ‘improper appli- 
cation’ of the wage stabilization policy.” 

The majority of the board said the wages of the employes 
involved were “unwholesomely distorted in relation to the 
general wage structure in St. Louis, and especially in compari- 
son with the rates in the war industries.” 

George W. Taylor, public member and vice chairman of 
the board, in the minortiy opinion said that “the mere existence 
of a manpower problem, or of a strike threat, does not warrant 
the designation of a case as ‘rare and unusual’.” 


MOTOR CARRIER STATISTICS 


Motor carriers of property, having average gross operat- 
ing revenues of $100,000 or over annually, had total operating 
revenues of $196,958,806 in the third quarter of 1943, as com- 
pared with $192,569,769 in the same quarter of 1942, according 
to a compilation of revenues, expenses and other income of 
Class I motor carriers of property, prepared by the Commis- 
sion’s Bureau of Transport Economics and Statistics, statement 
Q-800. The compilation covered 1,413 carriers, including 283 
local carriers. 

The compilation showed $28,717,822 equipment mainte- 
nance and garage expenses for the third quarter of 1943, as 
against $20,218,361 in the like period of 1942, with total opera- 
tion and maintenance expenses of $150,800,597 and $152,214,411, 
respectively, for those periods. Total expense for the third 
quarter of 1943 was shown as $187,364,678, and for the same 
quarter of 1942, as $174,439,217. Net operating revenue for the 
two periods was $9,594,128 and $18,130,552, respectively. 

For the third quarter of 1943, net income before income 
taxes was $11,011,358, and after income taxes, $6,412,508. The 


comparable figures for the third quarter of 1942 were $18,932,- 


686 and $13,405,154, respectively. 

Total operating revenues of the 283 local carriers included 
in the aforementioned figures were $30,497,670 for the 1943 
quarter and $29,123,398 for the 1942 quarter. Total expenses 
for those carriers were $27,997,162 for the third quarter of 
1943, and $26,214,374 for the same quarter of 1942, and net 
operating revenues were $2,500,508 and $2,909,024, respectively, 
for the third quarters of 1943 and 1942. 
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Questions and Answers 


In this column will be answered questions of both legal and 
e practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation 


New Jersey.—Question: We would appreciate your opin- 
ion on the following: 

On page 59 in Hoke’s Southern Freight Tariff Bureau 
Tariff 314-F, I. C. C. 823, Item 4650, the manner in which rates 
on paints is published is somewhat confusing. 

Upon reference to this item you will note that it is made 
up of five descriptions, viz., A, B, C, D and E, and it is descrip- 
tion E in which we are particularly interested. The lower 
portion of the item, opposite the item number, shows From, 
To, Via and the rates for the various descriptions. The rates 
apply Via R&W (rail and water), but directly under, and a 
part of Description E is the parenthesized phrase (applicable 
only via all-rail) and it is this phrase which is confusing. 

One opinion expressed is that, where the main portion of 
the Item (that portion in which the rates are shown) indicates 
the rates are applicable via rail and water, and a sub-division 
of the item (as description E) indicates that the rates on that 
sub-division are applicable only via all-rail, automatically 
there is no rate for the sub-division (description E) as one 
rate cannot be shown as applying over two widely different 
routes, such as via all rail and rail and water. 

Another opinion is that the parenthesized phrase (appli- 
cable only via all-rail) acts as an exception within the item to 
the item itself, and therefore is applicable as shown, although 
the original intent, as published in the preceding tariff, 314-E, 
I. C. C. 647, contained no all-rail application. 

The current item has since changed in supplements 24, 26 
and 27 (to 314-F), eliminating the all-rail application under 
description E, thus making it conform to the original wording 
as in Tariff 314-E, applicable only via rail and water. 

The fact remains, however, that there is, or was until 
December 30, 1943, the all-rail provision for description E, and 
the point we would like cleared up is which of the opinions 
expressed above is correct. 

Answer: There is a conflict in the application of the rates 
on paint published on page 59 of the tariff to which you refer, 
because the provision that the rates apply via rail and water 
_ further provision that they are applicable only via 
all-rail. 

However, notwithstanding the conflicting statements on 
page 59, the rates apply only via all-rail routes because of the 
statement in Item 7 of the tariff, which is referred to by circle 
reference 6, appearing in connection with carriers by water 
shown in the list of participating carriers, that service has been 
Suspended by these carriers. 


Demurrage — Cars Withheld from Delivery Under |. C. C. 
Service Order No. 120 


_ Maine.—Question: Will you please advise as to the pro- 
priety of assessing demurrage charges on cars, the delivery of 
which was restricted during the effectiveness of I. C. C. Serv- 
ice Order 120-F. 

We had a number of cars held at destination during this 
period and consignee is of the opinion that demurrage charge 
either should not be collected at all or if properly collectible, 


there should be some relief for such charges. 


_ Answer: During the periods Service Order 120-F was effec- 
tive demurrage rules and charges were not applicable on cars 
withheld from delivery to consignees at destination. 

This is in accordance with an informal ruling of the Bureau 
of Service of the Interstate Commerce Commission. 


Motor Carrier Operating Rights 


South Dakota.—Question: We would appreciate your in- 
terpretation and opinion on the following problem: 
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We have a motor carrier certificate from the Interstate 
Commerce Commission to operate between A and D over High- 
way No. 1, passing directly through points B and C, but with- 
out any intermediate authority at B and C. We also have a 
motor carriers certificate between B and C over Highway 
No. 2. These are both regular routes certificates and are not 
alternative routes. May we transport freight in interstate com- 
merce from A to C via Highway No. 1 to B and Highway No. 
2 we Cc? 

Answer: It is our opinion that you are without authority 
to transport freight in interstate commerce from point A to 
point C under the circumstances stated. In other words, you 
have authority between points A and D only in one certificate, 
and you have authority to haul between points B and C in 
another certificate. There is no authority to combine the oper- 
ations of these two separate and distinct operations. 

In this connection see the following decisions of the Com- 
mission: Adkins—Purchase—Elliott and Ollis, 38 M. C. C. 75, 
(79, 80); Brady Transfer & Storage Co.—Purchase—Hemmings 
Exp. Co., 38 M. C. C. 387 (390, 391, 392) and Powell Bros. 
Truck Lines, Inc.—Purchase—Bryan, 39 M. C. C. 11 (15). 


Tariff Interpretation—Application of Tariff of luacreased Rates 
and Charges No. X-148 to Intrastate Rates 


Georgia.—Question: Rates from Birmingham to Alabama 


. points were published in Hoke’s I. C. C. No. 710, subject to the 


provisions of Supplement 6 thereto, effective March 18, 1942, 
but only to the extent as indicated in specified supplements to 
Hoke’s Tariff No. X-148, I. C. C. 765. The latter tariff was 
not made applicable on Alabama intrastate when issued. How- 
ever, the application of the tariff was changed by Supplement 
H, effective April 1, 1942, so as to apply intrastate in Alabama 
with exceptions. 

Supplement 4 was issued to Tariff No. X-148 on April 4, 
1942, effective May 12, 1942. On the title page thereof is the 
unqualified statement “Supplement No. 4 contains all ‘changes’ 
from the original tariff.” A similar statement appears on the 
title pages of supplements 5 through 16. However, ‘an exami- 
nation of all of these several supplement to Tariff No. X-148 
(lawfully filed with the Alabama Public Service Commission) 
fails to disclose where the tariff has been ‘changed’ to apply 
on Alabama intrastate traffic, yet they clearly purport to “con- 
tain all ‘changes’ from the original tariff. 

In view of the specific published provisions of Supplement 
No. 4, and succeeding supplements, what is the lawful effect 
of the statement “Supplement No. 4 contains all ‘changes’ from 
the original tariff’? and may the carriers lawfully apply the 
increased rates and charges shown in Supplement No. H on 
and after May 12, 1942, when Supplement No. 4 became effec- 
tive? 

Answer: On the title page of Supplement No. 6 to Agent 
Hoke’s Tariff No. I. C. C. 710, it is stated: 


The provisions of this supplement will not apply on intrastate 
trafift between points in, and transported wholly within, any of the 
following named states: Alabama * * * until authorized by lettered 
supplement to Tariff of Increased Rates and Charges No. X-148, 
Alternate Agent C. A. Spaninger’s I. C. C. No. 765 * * * and then 
only to the extent authorized by such lettered supplement or by 
subsequent supplement to tariffs hereby amended. 


Supplement No. 6 to-Agent Hoke’s Tariff I. C. C. No. 710, 
by reason of the statement shown above, in conjunction with 
Supplement H to the Tariff of Increased Rates and Charges 
No. X-148, provide for the application of the increases con- 
tained in the latter tariff. 


. The numbered supplements to Tariff No. X-148 contain 
changes in charges published therein. 


On the other hand, the lettered supplements, we assume, 
merely provide for the application of the charges in Tariff 
X-148 to Intrastate traffic in the several states covered by these 
lettered supplements. 

The application of the increases is a matter for determina- 
tion by the State Commission, although the Interstate Com- 
merce Commission is interested by reason of Section 13 of the 
Interstate Commerce Act. 

We are of the opinion that the increases must be assessed. 


SOYBEANS, ILLINOIS TO INDIANA 


In a reply to the petition of nine respondent railroads in 
No. 28667, Central Soya Co., Inc., vs. Alton Railroad Co. et al., 
for rehearing, reconsideration, reargument, and postponement 
of the effective date of the order in that proceeding, Central 
Soya Co. asked that the petition be denied and that the pre- 
scribed rates become effective on the earliest possible date. In 
the proceeding the Commission, division 2, found the assailed 
rates on soybeans, in carloads, from points in Illinois to Deca- 
tur, Ind., unjust and unreasonable, unjustly discriminatory and 
unduly prejudicial to the complainant and unduly preferential 
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7 its eaten, and prescribed rates (see Traffic World, Jan. 
» P. : 
Central Soya, replying to the statement of the railroads 
that they had made an earnest but unsuccessful effort to reach 
an agreement with the eastern lines respecting the factors to 
be published on the involved traffic for service west and east 
of the rate-break points, said that it would be “a case of novel 
impression if the withholding of just and reasonable rates were 
based on the fact that the defendant lines were unable to agree 
between themselves as to divisoins of the through rates.” 

As to the contention of the railroads that the Commission 
had been unduly influenced by the loss of transit billing to the 
extent of the reduction in weight due to the extraction of oil in 
processing soybeans, Central Soya said the Commission had 
commented on that fact, but that the showing that rates to 
Decatur were higher than rates voluntarily established and 
maintained on similar traffic to other competing destinations 
in Central Freight Association Territory refuted the statement 
that rates prescribed by the Commission were influenced by the 
loss of transit billing. Central Soya said it had shown that the 
rates complained of were not only relatively unreasonable, but 
actually unreasonable per se. Evidence of loss of transit billing, 
it said, simply pointed out the resulting injury it suffered from 
the application of unlawful and unreasonable rates on its traffic. 


TRUCK TIRE SITUATION 


Rubber Director Dewey at a press conference February 9 
reviewed the situation with respect to heavy duty military, 
truck and bus tires. 

“The production of these tires is and for some time to 
come will be limited by available tire-making facilities as well 
as rayon cord,” said he. “It will be months before it will be 
possible to meet the full requirements of all claimant agencies. 
At this time there is an unfilled gap between the requirements 
of the military and current production of heavy duty combat, 
airplane and other military tires. This will continue for some 
time. 

“The shortage in the case of truck and bus tires is even 
more severe. Great efforts are being made to close these gaps 
to a point where only a minimum of essential transportation 
might have to be curtailed because of the shortage of tires. It 
is in this field that we face our greatest problems. To aid in 
reaching our goals the program is receiving valuable priority 
help and the military services and O. D. T. are constantly re- 
vising their requirements and developing their conservation 
programs.” 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusive of 
switching and terminal companies, totaled $87,717,590 in coaches 
and $52,484,281 in parlor and sleeping cars for October, 1943, 
as against $59,316,096 and $44,330;128, respectively, for Octo- 
ber, 1942, increases of 47.9 and 18.4 per cent, according to a 
compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of passenger traffic statistics, other than 
commutation, statement M-250. 

For the ten months ended with October, 1943, passenger 
revenues amounted to $823,902,372 in coaches and $488,155,726 
in parlor and sleeping cars as compared with $414,476,705 and 
$342,901,151, respectively, for the like period of 1942, increases 
of 98.8 and 42.4 per cent. 

Revenue passengers carried for October, 1943, totaled 
43,092,252 in coaches and 5,092,424 in parlor and sleeping cars 
as against 32,675,658 and 4,562,103, respectively, for October, 
1942. For the ten months ended with October, 1943, revenue 
passengers carried totaled 428,845,581 in coaches and 48,543,169 
in parlor and sleeping cars as compared with 267,525,047 and 
36,722,609, respectively, for the like period of 1942. 


CHICAGO AREA COMMUTATION FARES 


Chester Bowles, price .administrator, representing the 
economic stabilization director, has filed exceptions with the 
Commission to the proposed report of Examiner William A. 
Disque in No. 28974, Interstate Commutation Fares—Chicago, 
Tll., District, in which the examiner recommended finding 
below reasonable maxima commutation fares between points 
in the Chicago, IIl., district, on the one hand, and points in 
Wisconsin, Indiana, "and Michigan, on the other, that a 20 per 
cent increase be authorized, and that the proceeding be dis- 
continued (see Traffic World, Jan. 22, p. 201). The price ad- 
ministrator asked that the report be overruled and the pro- 
ceeding dismissed, and that the matter be set down for oral 
argument. 

He said the record failed to show that the respondents re- 
quired any increase in their commutation fares to fulfill their 
wartime obligations or to correct gross inequities and that 
the increase would be incompatible with and in violation of 
the economic stabilization policy. The record indicated, said 
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he, that all of the respondent carriers were enjoying a season 
of prosperity because of the greatly increased volume of 
traffic incident to the war. The existing level of fares had been 
fixed by competition, he said, and that the commutation busi- 
ness of the carriers had not been profitable for many years, 
due largely to operating inefficiencies and to automotive com- 
petition. Wartime restrictions on automotive transportation 
had temporarily abated such competition, and that the new 
business enjoyed by the carriers was returning “far in excess 
of the out-of-pocket cost.” He said it was unjust and unrea- 
sonable that interstate commutation fares in the Chicago dis- 
trict be increased 20 per cent over pre-war levels unless such 
fares in the other districts throughout the country were at 
the same fime similarly increased. 


FOSS. TEMPORARY OPERATION 


By an order in W-587, Foss Launch & Tug Co. Temporary 
Authority Application—Port Gamble, to continue in force until 
December 31, the Commission, division 4, has authorized Foss 
to operate as a common carrier in the performance of freight- 
car ferry service by non-self-propelled vessels with the use of 
= towing vessels between Seattle and Port Gamble, 

ash. 

Foss had asked authority to perform the freight-car ferry 
service between Seattle, Wash., on the one hand, and Port 
Gamble and Winslow, Wash., on the other, said the order, but 


‘had failed to show that there was an immediate and urgent 


need for such service by it between Seattle and Winslow. 

Recently the Commission, division 4, on reconsideration 
in W-587, Foss Launch & Tug Co. Applications, amended the 
certificate and order and clarified the findings in the prior 
report to exclude freight-car ferry service from the term 
“transportation of commodities generally,” among other things 
(see Traffic World, Jan. 1, p. 9). The service involved in that 
proceeding had been rendered between Seattle and Belling- 
ham, Wash., and the navy yard at Bremerton. 


ARMY AUTHORITY OVER SEAMEN 


Merchant seamen on ships carrying United States army 
personnel or cargo are subject to army discipline, within or 
without the terrtiorial jurisdiction of the United States, in 
wartime, says the Maritime Commission. It pointed out that 
article II of the articles of war provided added jurisdiction to 
the army, as, during peacetime, the army’s disciplinary author- 
ity extended only to areas within the territorial jurisdiction of 
the United States. It was said that the navy had the same 
authority, limited to vessels carrying naval personnel or naval 
cargo. 

It was also said at the Maritime Commission that there 
had been a number of cases in World War I in which the army 
had exercised its jurisdiction to court-martial merchant seamen, 
The most recent case, it was said, was that of a cook who was 
court-martialed in 1943, and appealed his conviction. The 
rie nage ain sustained the army’s exercise of authority, it 
was said. 


STOKERS IN MILWAUKEE LOCOMOTIVES 

The trustees of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. have petitioned the Commission in No. 24049, A. 
Johnston, Grand Chief Engineer of Brotherhood of Locomotive 
Engineers et al. vs. Atchison, Topeka & Santa Fe Railway Co. 
et al., to postpone until October 15 the effective date of the 
Commission’s order of March 18, 1939, requiring that all hand- 
fired, coal-burning, steam locomotives weighing 160,000 pounds 
or more on driving wheels, used in fast or heavy passenger 
service, and all hand-fired, coal-burning, steam locomotives 
weighing 175,000 pounds or more, used in fast or heavy freight 
service, be equipped with suitable type mechanical stokers. 

The trustees said the Commission’s order had required the 
work to be done before April 15, 1944, and that 521 of 529 
of the road’s locomotives would be so equipped before that 
date. It would be impossible to equip the remaining eight by 
that time because of the dates set for delivery of the stokers 
and the manpower situation, they said. 


CHANGES IN DOCKET 

Hearing Fourth Section Appl. 20615, February 10, Dallas, Texas, 
postponed to date to be fixed. 

Hearing MC 49408 Sub. 2—February 10, Lansing, Mich., canceled. 

Hearing 28953, 28958 and 28959, February 10, Brooklyn, N. Y., 
postponed to date to be fixed. 

Hearing MC 104492 Sub. 1, February 10, Winston-Salem, N. C., 
canceled. 


You may either write or wire our Washington office 
for mivrmation cuncerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Tratfic Club Doings 


Iioms for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRAFFIC WoRLD, 


Director Eastman of the O. D. T. will speak at a luncheon 
meeting of the Traffic Club of Detroit at the Statler Hotel 
February 25. 








The Traffic and Transportation Association of Pittsburgh 
will hold its thirtieth annual dinner February 24. Dr. Hedley 
S. Dimock, New York, humorist and educator, will be the 
speaker, and Charles S. Donley, traffic counselor, Pittsburgh, 
will be toastmaster. John J. Maloney, general sales manager, 
central division, Metro-Goldwyn-Mayer, Pittsburgh, will be 
guest of honor. Proceeds will be contributed to the city’s 
U. S. O. Variety Club Canteen. There will be a program of 
entertainment. Ralph W. Baker is chairman of the annual din- 
ner committee. 





The Metropolitan Traffic Association of New York held its 
annual dinner dance and railroad night meeting February 11. 
There was a floor show. The entertainment committee, J. J. 
Lenahan, chairman, had charge of arrangements. The board 
of governors has decided, because of the dinner dance, to cancel 
the semi-monthly meeting set for February 17. Arthur Coford, 
assistant cargo manager, American Export Airlines, had been 
scheduled to discuss “International Air Transportation,” at 
that meeting. 





The Women’s Traffic Club of Pittsburgh has appointed 
Mrs. Elizabeth Kunde, president, and Miss Catherine LaBoon, 
publicity chairman, delegates to the annual meeting of the 
Associated Traffic Clubs of America at Cleveland February 24. 
At a dinner meeting, February 17, the film “America Can Give 
It” will be shown by arrangement with the General Motors 
Corporation. 





Morris M. Rose, new president of the Milwaukee Traffic 
Club, was born in Milwaukee and educated in the public grade 
and high schools there. He began work 
as shipping clerk for the Milcor Steel 
Company in 1918. Three years later 
he was transferred to the traffic de- 
partment of that company. Some years 
later he was made assistant general 
traffic manager, and, in 1938, was ap- 
pointed general traffic manager, the 
position he now holds. He is a mem- 
ber of the transportation committee of 
the Milwaukee Association of Com- 
merce. Officers elected to serve with 
him are: First vice-president, Ernest 
C. Crow, general agent, Chicago and 
North Western Railway; second vice- 
president, John J. Firer, traffic man- 
ager, Globe Union, Inc.; third vice- 
; president, James J. Quinn, traveling 
freight agent, Wabash Railway; secretary-treasurer, Arthur W. 
Fetter, city freight agent, Chicago, Rock Island and Pacific; 
members of the board of directors, Walter W. Burghardt, vice- 
president, Courteen Seed Company, and George A. Schmus, 
general traffic manager, Harnischfeger Corporation. 








The nominating committee, E. T. Hayes, chairman, of the 
Junior Traffic Club of Chicago, has nominated the following 
for election to office: For president, George A. Rodocker, In- 
dianapolis Forwarding Company; vice-president, Joseph R. 
Lyons, Gallagher and Ascher Company, freight forwarders; 
secretary, Ralph C. Kintz, Peabody Coal Company; treasurer, 
Leonard F. McBrien, New York Central; members, board of 
directors, for two years, Cecil Baker, Des Moines Transporta- 
tion Company; Marlowe L. Thompson, Reed Transit Company; 
Roy U. Wyatt, Great Northern; N. V. Block, Railway Express 
Agency; Theodore J. Green, Acme Fast Freight, Inc. The elec- 
tion will be held at the annual meeting March 2. 





Che Traffic Club of the Lehigh Valley will hold a dinner 
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meeting, February 21, at the Hotel Bethlehem, Bethlehem, Pa. 
The educational committee, A. E. Enoch, chairman, has ar- 
ranged to hold a quiz program, in which several members will 
serve as a board of experts to answer questions submitted by 


. the members. Cash prizes will be awarded to those whose 


questions are not answered or answered incorrectly, and the 
“experts” will receive similar prizes on giving correct answers. 
The board of governors has decided to hold a regular monthly 
dinner meeting March 20 in lieu of the annual dinner. 





At a meeting of the Oakland, Cal., Traffic Club, February 
15, Col. John Mellom, U. S. A., superintendent of water divi- 
sion, San Francisco Port of Embarkation, Fort Mason, will 
speak on “Army Transportation.” He will be introduced by 
Major C. H. Engel, U. S. Army. 





E. O. Iberg, new president of the 
Junior Traffic Club of Kansas City, 
was born in Highland, Ill. He received 
his primary education there and was 
graduated from high school and busi- 
ness college in St. Louis, Mo. His first 
work was in the field of insurance. 
Later he joined the bond department 
of a large bank in St. Louis. He then 
went with the Missouri Pacific Rail- 
road, where he held positions in the 
freight traffic department and the in- 
dustrial department before being trans- 
ferred to Kansas City, in 1937, as sec- 
retary and chief clerk to the executive 
general agent for the Missouri Pacific, 
the position he now holds. 








The Indianapolis, Ind., Traffic Club, in cooperation with 
the foreign trade division of the Indianapolis Chamber of Com- 
merce and the Indiana State Chamber of Commerce, is spon- 
soring a series of lectures and discussions relating to foreign 
trade, this winter and spring. Monthly meetings will be held 
at the Indianapolis Public Library, under the direction of A. J. 
Kelly, Chicago, chairman, import and export committee, Na- 
tional Industrial Traffic League. E. E. Schnellbach, chief of 
the division of commercial and economic information, Bureau 
of Foreign and Domestic Commerce, Washington, D. C., will 
speak at the first meeting, February 16. Subjects at later meet- 
ings will be: March 15, rail and ocean transportation, air ex- 
press, and parcel post; April 12, maritime insurance; May 17, 
packing and exporting; June 14, documentation and banking. 
William L. Fogleson is chairman of the club’s educational com- 
mittee. 





At a dinner meeting of the Women’s Traffic and Trans- 
portation Club of Baltimore February 9, Mrs. Hester Beall 
Provensen, department of speech, University of Maryland, 
spoke on “There Is a Verse for It.””’ There was a program of 
songs by Lenora Cover, accompanied by Mildred Hughes. The 
inspection trips and tours committee, Margaret E. Lavin, chair- 
man, has arranged for members to visit the Maryland His- 
torical Society museum February 26. The educational commit- 
tee, Edith M. Bell, chairman, will hold a meeting for the 
members February 17, at which there will be readings by 
Maria Ricks and Eva Nau. 


The Traffic Club of Minneapolis held a Boy Scout day 
luncheon meeting February 10. There was a program of enter- 
tainment by Boy Scout Troop 20, which is sponsored by the 
club. Ed Ryan, internal security division, Minneapolis Police 
Department, spoke. Howard A. Schultz was chairman for the 
day. A members-only smoker will be held February 14. Motion 
pictures on Mexico and of the club’s 1942 outing at Gull Lake 
will be shown. There will be a buffet supper. 





The Traffic Club of Philadelphia will hold its annual elec- 
tion February 14. A luncheon honoring members whose birth- 
days fall this month will be held February 28. 





The Traffic Club of Fort Worth, Tex., held a luncheon 
meeting February 7 at which J. Warren Day, accountant, spoke 
on federal income taxes. The War Department film ‘Landing 
in Sicily” was shown and there was a program of accordion 
music by J. E. Farrell. R. T. Wilbanks is chairman of the 
program committee. 

Candidates for election to office at the annual meeting of 
the Birmingham, Ala., Traffic and Transportation Club, Febru- 
ary 14, include: For president, L. T. Thoman and R. L. Parker; 
first vice-president, John J. Angell and R. A. Pendergrass; 
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second vice-president, H. M. Morton and P. F. Eiland; mem- 
bers board of governors, transportation, three to be elected, 
E. C. Patton, W. W. Simpson, Earl Brown, F. G. Brewer, A. M. 
Baker and F. W. Stopinski; members of the board, industrial, 
six to be elected, Russell I. Miles, H. P. Sibert, Robert M. Reid, 
A. J. Ribe, John C. Sanford, Cecil L. Gibbs, W. D. Chadick, 
John K. Travis, J. A. Price, J. B. Oliver, L. F. Summers, and 
H. M. Antwine. 


George J. McCarthy, oriental traffic manager, American- 
President Lines, who returned recently from Manila, P. L., 
aboard the prisoner exchange liner Gripsholm, spoke at a 
luncheon meeting of the Los Angeles Transportation Club 
February 7. Harry Dorr, resident manager, Norton, Lilley and 
Company, was chairman for the day. The club magazine com- 
mittee, Frank Coulter, chairman, has published the first issue 
of the T. N. T., a monthly. 


The South Bend, Ind., Transportation Club will hold an 
industrial night dinner meeting February 14. Philip Miller, 
manager of industrial relations, Ball band plant, U. S. Rubbe 
Company, will speak on “Highlights on Post-War Production 
as They Will Affect Traffic Managers,’ and Howard Smith, 
Dale Carnegie Institute, will speak on “How to Remember 
Names and Faces.” The U. S. Army film, “Army Service 
Forces,” will be shown. 


Edmund R. Dewing, federal district attorney for the south- 
eastern district of Massachusetts, will be guest speaker at a 
meeting of the Traffic Club of New England February 17. A 
Port of Boston night dinner meeting will be held April 20. 
A special committee on arrangements has been set up for that 
event, headed by John N. Levins, American-Hawaiian Steam- 
ship Company, and chairman of the Steamship Operators Com- 
mittee of Boston, Governor Leverett Saltonstall of Massachu- 
setts; Mayor Maurice J. Tobin of Boston; Brig. Gen. C. H. 
Kells, commanding general of the Boston Port of Embarkation; 
Commodore Wilfred N. Derby, district officer, U. S. Coast 
Guard, and Capt. Frank M. Meals, U. S. Coast Guard, captain 
of the port at Boston, will attend. There will be a program of 
entertainment. 


The Grand Rapids, Mich., Transportation Club will hold 
a dinner meeting February 17 at which Frank E. Thompson, 
Grand Rapids business man and vice-president of the Hawaiian 
Sales Factors, Ltd., of Honolulu, will speak. Arrangements 


have been made by the speakers committee, of which Bob 
Fahrner is chairman. 


The Milwaukee Traffic Club will hold its annual George 
Washington’s Birthday dinner dance and card party Febru- 
ary 19. 


Elmer Rhodes Godfrey, commerce attorney, will speak on 
“The Legal Liability of the Carrier According to the Bill of 
Lading” at a meeting of the forum group of the Motor City 
Traffic Club of Detroit February 14. The forum has elected 
the following officers: Chairman, Andrew Stark, North Amer- 
ican Van Lines; vice-chairman, R. M. Cowdin, Motor Carriers 
Central Freight Association, and secretary, C. I. Ehinger, Harry 
Ferguson, Inc. 


The Traffic Club of Washington, D. C., will hold its monthly 
meeting February 16. There will be a buffet dinner. The nomi- 
nating committee, Ralph L. Andreas, chairman, will report. 


The Traffic Club of New Haven, Conn., will hold a dinner 
meeting February 15 in honor of Oscar Monrad, member of the 
club for the last six years, who has resigned as executive vice- 
president of the New Haven Chamber of Commerce, and as 
chairman of the New Haven Port Authority Study Commission, 
to become manager, industrial and commercial development 
department, Oklahoma City Chamber of Commerce. Tom Fitz- 
simmons will be toastmaster. There will be a program of en- 
tertainment, arranged by Jack Kerin, American Steel and Wire 
Company. 


The Evansville, Ind., Transportation Club will hold a 
monthly dinner meeting February 16. Motion pictures of battle 
action will be. shown by arrangement with the War Depart- 
ment. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always te be 
sure their tariff files are up-to-date. 


TRAFFIC WORLD | pebruar 


Personal Notes 


T. T. Harkrader, traffic director, American Tobacco Com. 
pany, New York, died February 6. He was one of the best 
known industrial traffic men in the country, and was active 
in traffic organizations including the Associated Traffic Clubs 
of America, of which he was president for three terms. ‘The 
Shippers’ Conference of Greater New York, of which he was 
one of the founders and first chairman, adopted resolutions of 
regret. 

Brooks H. Stanage, assistant chief traffic officer for the 
Frisco Railway at St. Louis, died on his way to work the morn- 
ing of February 4, apparently from a heart attack. He was 
64 years old. He served with the company 49 years. 

Norman H. Asp, 60, assistant manager, refrigerator de- 
partment, Santa Fe Railway, Los Angeles, died February 3 
while on a business trip, at Phoenix, Ariz. He had served with 
the company in California since 1911. Prior to that time, he 
was employed by the company at Chicago. 

William H. Roehrig has been appointed to the newly cre- 
ated position of district director for the Chicago metropolitan 
area for the O. D. T.’s division of rail-truck conservation. He 
is on leave of absence from the Santa Fe Railway, and for 
several months has served as assistant to H. A. Hobson, west- 
ern regional director for the division. John J. Murphy has 
been appointed district director for the division at St. Paul, 
Minn. Roy Schoenneman, formerly freight traffic manager, 
Wabash Railroad, has been appointed transportation officer, 
ore and grain section, division of railway transport, O. D. T,, 
at Chicago. 

Hugo Waninger, formerly with the Western Pacific, has 
been appointed assistant traffic manager for Anheuser-Busch, 
Inc., St. Louis. 

The District of Columbia chapter of the Association of 
Interstate Commerce Commission Practitioners has elected the 
following officers: Joseph C. Colquitt, chairman; Edward F. 
Lacey, vice-chairman; Karl L. Wilson, secretary-treasurer. 
George H. Muckley, Roland Rice, Charles E. Bell, and J. Carter 
Fort were elected members of the chapter’s executive com- 
mittee. 

Raymond F. Welsh, who has served with the Association 
of Western Railways since 1920, has been elected its executive 
secretary, Succeeding Edward Murrin, who died December 19, 
1943. The association handles labor relations matters for the 
western railroads. 

John P. Gregg has been elected president of the Tremont 
and Gulf Railway, at Chicago, succeeding J. S. Joyce, who died 
recently. A. L. Smith, formerly vice-president and general 
manager, has been elected executive vice-president, and will 
serve in that position and as general manager, at Winnfield, La. 

S. J. Karthaus has been appointed general agent at Des 
Moines, Ia., for the Fort Dodge, Des Moines and Southern, 
succeeding H. E. Gustofson, who has received leave of absence 
to serve in the armed forces. 

Russel B. James, vice-president, Burlington Transporta- 
tion Company, spoke on “Regulation of the Air Carriers” at 
a luncheon meeting of the Chicago regional chapter of the 
Association of Interstate Commerce Commission Practitioners 
at the Palmer House, February 4. 

Homer G. Legan has resigned as traffic manager for the 
Geneva Steel Company, Geneva, Utah, to become field represen- 
tative for the Bell Aircraft Corporation at Chicago. 


The Chesapeake and Ohio has announced the following 
appointments: J. F. Lundberg, division freight agent, Muncie, 
Ind., succeeding H. F. Shaw, who retired; C. E. Cornell, travel- 
ing freight agent, Muncie, and G. C. Bray, traveling coal traffic 
agent, Detroit. 


J. O. Morgan has been appointed general agent for the 
Rock Island Lines at St. Joseph, Mo., succeeding J. J. Good- 
rich, who retired after serving with the company 52 years. 


The Union Pacific has announced the following appoint- 
ments: John C. Gale, general manager, eastern district, Omaha, 
succeeding F. C. Paulsen, who received leave of absence; J. H. 
Darling, superintendent, Wyoming division, Cheyenne, Wyo.; 
F. P. Flesher, assistant superintendent, Gering, Neb.; E. H. 
Murphy, assistant superintendent, Green River, Wyo.; E. 6 
Keep, trainmaster, Ogden, Utah. 

Harold A. Olsen, district traffic manager at Detroit, Mich. 
for Pennsylvania-Central Airlines, has been appointed assistant 
to J. J. O’Donovan, vice president. 

The Coca-Cola Company has announced the appointments 
of Marcus M. Emmert as director of traffic at Atlanta. His 
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former title was traffic manager. J. F. Kirkman has been ap. 
pointed Pacific coast traffic manager at Los Angeles, and C.D. 
Wilson assistant to the traffic manager at Chicago. 

Joseph P. Johnson has been appointed superintenden of 
the Railway Express Agency’s Alabama division, at Birm ing. 
ham, succeeding J. T. Montgomery, who died recently. Amis 
D. Satterwhite has been appointed superintendent of the 
agency’s Atlanta city division. 

The Milwaukee Road has announced the following appcint- 
ments: R. E. Schaffert, district passenger agent, Tacoma, 
Wash.; J. K. Pain, traveling freight and passenger agent, Fort- 
land, Ore., and J. G. Cain, district passenger agent, Spokane, 









The United States Steel Corporation Subsidiaries has an- 
nounced the following appointments: R. N. Shields, assistant 
traffic manager, eastern district; R. F. Holtz, assistant to iraf- 
fic manager, eastern district, and R. J. Dods, general super- 
visor, traffic department, eastern district, all at Pittsburgh. 
D. M. Morewood has been appointed assistant to the vice- 
president in charge of traffic for the U. S. Steel Corporation 
of Delaware, New York. 

Kenneth A. Carney has been appointed general claim agent, 
and William R. Hovious, special claim agent, both at Chicago, 
for the Illinois Central. 

The Lone Star Package Car Company has announced the 
following appointments at New York: P. J. Finnegan, general 
eastern freight agent, succeeding C. G. Langen, who resigned; 
Herbert C. Barton, general agent, assigned to New Jersey ter- 
ritory; Theodore P. Harris, general agent, assigned to the New 
York metropolitan area; John A. Mendler, traveling freight 
agent, assigned to upper New York state and New England 
territory. 

Franz Schneider, associate deputy administrator of the 
War Shipping Administration, has resigned to return to his 
position of vice president of the Newmont Mining Corporation. 

Eugene B. Kelly has been appointed division freight agent 
at Mobile, Ala., for the Southern Railway. 

Senator Wayland Brooks of Illinois will be the speaker at 
the annual dinner of the Illinois Motor Truck Operators’ Asso- 
ciation at the Stevens Hotel, Chicago, February 26. 

Rear Admiral Harry G. Taylor, superintending civil engi- 
neer of the Navy’s bureau of yards and docks, and Brig. Gen. 
J. F. Davis, chief of staff, sixth service command, U. S. Army, 
were guest speakers at an Army-Navy night dinner meeting of 
the Western Railway Club at the Sherman Hotel, Chicago, 
February 7. 


The American Merchant Marine Institute, at its annual 
meeting at New York February 1, reelected Frank J. Taylor, 
president; R. J. Baker, secretary-treasurer, and John J. Burns, 
general counsel. All members of the board of directors were 
reelected. ' 

The following have been elected members of the executive 
board of the New York Board of Trade’s newly-formed aviation 
section: John F. Budd, Air Transportation, chairman; Dan 
Hawthorne Ecker, New York Board of Trade, secretary; Her- 
bert Lyall, American Airlines; Paul E. Manheim, Lehman 
Brothers; Chester M. Mayer, Air Express International Agency; 
Louis de Garmo, Paris and Peart, Inc.; George P. Bauer, Air 
Cargo, Inc.; Lyle C. Ray, Aviation Packaging Company; J. T. 
Wilson, International Business Machines Corporation; Harold 
Jackson, William H. McGee and Company; Casey Jones, Casey 
Jones School of Aeronautics; J. E. Sitterley, J. E. Sitterley 
and Sons; W. L. Baker, Socony-Vacuum Oil Company; Harry 
H. Gage, Mergenthaler Linotype Company; Leonard Jacob, 
International Telephone and Telegraph Company; George 
Boochever, aviation attorney; Lloyd H. Kest, Aviation Medical 
Consultants. 


W. J. Holehouse, traffic manager, Trico Products Corpora- 
tion, has been elected president of the Niagara Frontier Indus- 
trial Traffic League of Buffalo, N. Y. Others elected include: 
First vice-president, K. S. Wright, assistant traffic manager, 
Carborundum Company; second vice-president, H. L. Schneider, 
traffic manager, J. H. Williams and Company; treasurer, W. L. 
Bullock, traffic manager, William Hengerer and Company; 
general secretary, H. F. Gareis, manager, Knowlton Warehouse 
Company. George P. Zier, Buffalo Chamber of Commerce, has 
been reappointed executive secretary. At a dinner mecting, 
February 14, the new officers will be installed, and the follow- 
ing will speak: E. A. Momberger, traffic commissioner of the 
Buffalo chamber, on “Elimination of Tax on Government! 
Freight”; J. W. Dobmeier, traffic manager, Buffalo Forge Com- 
pany and the George L. Squier Manufacturing Company, 0 
“Proposed Elimination of Railroad Labor for Loading anc Ur 
loading Carload Freight at Teamtracks”; J. W. LeRoy, traffic 
manager, House engineering division, Houdaille Hershey Col” 
poration, on “Motor Truck Rate Proposals.” ; 
John B. Walker, assistant to the president, Unitec Al 
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Lines, will discuss trade and transport opportunities in Mexico, 
at a meeting of the Export Managers’ Club of New York at 
the Hotel Pennsylvania February 15. 

J. Lewis Luckenbach has been reelected president of the 
American Bureau of Shipping. Board members, who reelected 
him at their annual meeting at New York February 8, also 
reelected the following: David Arnott, vice-president and sur. 
veyor; Joseph W. Powell and Samuel D. McComb, hon< rary 
vice-presidents; Jerome B. Crowley, treasurer; John W. Can- 
tillion, secretary and assistant treasurer; Kenneth D. Hull, 
assistant treasurer. 

The alumni association of the College of Advanced Traffic, 
Chicago, will hold its annual past presidents’ night meeting at 
the Skyline Athletic Club February 15. There will be a quiz 
program. 

John Edwin Barwin, transportation manager for the food 
distribution administration of the War Food Administration, 
died January 27, at the age of 61. He entered government 
service in 1934, serving in transportation positions since that 
time. Before that he was general manager of the South Dakota 
Central, now part of the Great Northern, and served in the 
grain and milling business. 

J. E. Chamberlain, traffic manager, Grand Rapids, Mich., 
division, Nash Kelvinator Corporation, has been appointed 
chairman of the traffic committee of the Grand Rapids Cham- 
ber of Commerce. 

The War Shipping Administration has announced the 
resignation of David E. Scoll, assistant to the administrator. 
It said that Mr. Scoll had served with the Maritime Commission 
and the W. S. A. for approximately seven years, and that he 
would assume duties with the Henry J. Kaiser organization. 


Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
doehet will be noted elsewhere. 


February 14—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 10185 Sub. 2—Empire Moving & Storage Co., Bayonne, N. J. 
certificate to extend operations. 


February 14—Chicago, II!.—Sherman Hotel—Examiner Garofalo: 

MC 79695 Sub. 5—Steel Transportation Co., Inc., Indiana Harbor, Ind 
February 14—Detroit, Mich.—Hotel Fort Shelby—Examiner Higgins: 
* MC F-2334—G. E. Hamilton and R. F. Thomas, control; Canfield 

Driveaway Co., lease, Reliable Drivers Corp. 
February 14—Fort Worth, Tex.—Texas Hotel—Examiner Disque: 
1. & S. 5263—Cottonseed products, southwest to western states. 
Fourth Section Appl. 20531—Cottonseed products to Mountain Pacific 
Region. 


February 14—Omaha, Neb.—Hotel Fontenelle—Examiner Kephart: 
1. & S. M-2336—Cancellation of Commodity rates Omaha to Colo. and 
Wyo. 
1. & S. M-2360—Canned goods, Iowa and Neb., to Colo. points. 
February 15—Boise, Ida.—State Comm.—Jt. Bds. 81 and 49: 
MC 88757 Sub. 3—F. H. McClure, Boise, Ida., to extend operations. 
MC 104434 Sub. 1—Bond & Tennyson, Boise, Ida., certificate. 
February 15—Bristol, Tenn.-Va.—Hotel General Shelby—Jt. Bd. 8: 
MC 104815—Unicoi County Bus Line, Erwin, Tenn., certificate. 


February 15—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 7970—Ansonia Van & Storage Co., Inc., New York, N. Y. 


February 15—Ft. Worth, Tex.—Hotel Texas—Examiner Borroughs: 
MC 53515 and Sub. 1—Highway Transportation Co., Fort Worth. 
MC C-384—Highway Transportation Co., Operations within Texas. 

February 15—Omaha, Neb.—Hotel Fontenelle—Examiner Kephart: 

1. & S. M-2340—Increases and Restrictions in rates in Middlewest. 

February 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Higgins: 
MC F-2369—K. C. Herriott and A. L. Herriott, purchase, R. G. Bowers 

February 15—Washington, D. C.—Examiner Tyers: 

MC 15735 and Sub. 1—Allied Van Lines, Inc., Chicago, Ill. 

February 15—Wheeling, W. Va.—Post Office Bldg.—Examiner Angle: 
MC 31285 Sub.1—Tower Trucking Co., Inc., Wheeling, W. Va. 

February 16—Bristol, Tenn.-Va.—Hotel General Shelby—Jt. Bd. 373: 
MC 4782 Sub. 1—Smith’s Transfer, Bristol, Va., to extend operations. 

February 16—Brooklyn, N. Y.—Hotel St. George—Jt. Bds. 119 and 42: 
MC 103516 Sub. 2—D. L. & W. R. R. Co., New York, N. Y., certificate 

to extend operations. 
MC 104759—J. M. Repko, Moving & Hauling, Trenton, N. J., ce 
tificate. 

February 16—Lincoln, Neb.—State Com.—Jt. Bds. 93 and 139: 

MC 2180 Sub. 34—Burlington Transportation Co., Chicago, I'l., ce 
tificate to extend operations. 
MC 104615 Sub. 1—Farmers Non-Stock Transport Association, Milforé, 
Neb., permit. 
MC 2180 Sub. 35—Burlington Transportation Co., 
tificate to extend operations. 


Chicago, Iil., ¢ 
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rusis tae DOUBLE A wn 


breaking the Ice to help break the Axis 


Victory’s business must go through to speed the day of 
peace. And it does go through . . . day after day, summer 
and winter... via Ann Arbor Double A Service. 
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a quiz The Ann Arbor Railroad goes straight across Michigan 
between Toledo and Frankfort. Our fleet of modern, steel 
ships carries freight trains... without breaking bulk... 
between Frankfort, on the East Bank, and Manistique, 
Kewaunee, Manitowoc and Menominee on the West Bank 
of Lake Michigan. We are glad we can make this contri- 
bution to winning America’s battle of transportation. erry 


e food 
ration, 
‘nment 
‘e that 
Dakota 


in tthe F. G. Maxwell, Traffic Manager ¢ Cherry Street Station, Toledo, Ohio. a= 























Mich., 
.ointed 
Cham- 
ed the os ° we a 
strator. rait®? K/ a 
mission . DEPENDABLE 
that he MENOMINEE a. "i 
sn ‘DOUBLE A 
At _ 
— FRANKFORT 
a SERVICE / 
MANITOWOC { 





Lake 
ve been Michigan 
inments 
_ shown 
Llations 


in thie 





antrell: 
e, N. J. 


0: 

rbor, Ind 
liggins: 
Canfield 





















que: : 
ates. , 
wis: IOUSE FOR WAR 
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Colo. and 
— @ Packing a flying punch that makes her a prime 

| fighting ship —the flat-top carries to sea a tremendous 
ees variety of supplies to completely sustain her men on 
- missions lasting several months. The vital necessity 
oly of keeping these stores in perfect condition during 
Cantrell: handling and storage has resulted in Navy contracts 
‘3 specifying the packing methods and materials— 
nna: including, in many instances, steel strapping as an 
eau extra margin of shipping safety. 
“sae No matter what your product or shipping problem 
Hissin: may be, Signode package and carloading engineers 
G. Bowers are qualified to. offer practical shipping suggestions. 

A nearby Signode representative is always ready to 
r Angle: help assure safe delivery of your vital war materials. 
eg 373: Freshly put aboard—a vast quantity of ships stores is placed on the Call upon him today. 
operations. hangar deck of an aircraft carrier prior to being stored away below. 
19 and 42: 
- certificate 
". 3. STEEL STRAPPING COMPANY 
: 2613 N. Western Ave., Chicago 47, Ill. 
o, Il, cet ee N. Y.: 364 Furman St. San Francisco, Calif.: 451 Bryant St. 
ion, Milford. 
70, lil. © is aaslineitiaieieneaiiemniniell Stee! Strapping Meets All Federal 
Strapping Specitications 
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February 16—Washington, D. C.—Director Sweet and Examiner Walsh: 
Finance 10008—St. L.-S. F. Reorganization. 
February 16—Washington, D. C.—Examiner Albus: 
* Finance 14450—Application of B. & O. to lease and operate railroad 
and properties of Strouds Creek and Muddlety in W. Va. 
February 17—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 18264 Sub. 6—Hartford Transportation Co., Inc., Hartford, Conn., 
certificate to extend operations. 
MC 104748—Sacks Trucking Co., Brooklyn, N. Y., permit. 
February 17—Chicago, IIl._—Sherman Hotel—Jt. Bds. 54 and 9: 
MC 4315 Sub. 4—T. & M. Transportation Co., Denver, Colo., certificate 
to extend operations. 
MC 101474 Sub. 5—Red Top Trucking, Inc., Hammond, Indiana, cer- 
tificate to extend operations. 
February 17—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 2212 Sub. 1—R. Goheen, Manhattan, Kan., to extend operations. 
MC 95852 Sub. 1—H. W. Buddenbohm, Effingham, Kansas, certificate. 
February 17—Middiesboro, Ky.—Fed Bldg.—Examiner Yardley: 
MC 104800—Michols Fruit & Transfer Co., Baxter, Ky., certificate. 








Fast, easy-to-use shippers’ service 
“down Mexico way” 





ROUTE VIA GALVESTON 


AND BE ASSURED OF 


Carchul Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Est. 1854 
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Geo. Sealy, Chairman F. W. Parker, General Manager 





AIR MAIL 


PASSENGERS 


TRAFFIC WORLD 


February 17—Washington, D. C.—Argument: 
MC C-354—Line Material Co. vs. Hinchcliff Motor Service, Inc., ¢° aj, 
MC C-370—B. & T. Metals Co. vs. Trans-American Freight Lines, Ine. 


February 17—Washington, D. C.—Examiner Brinkley: 
Finance 14455—Seaboard Air Line Ry. Co., Receivership. 


February 18—Brooklyn, N. Y¥Y.—Hotel St. George—Examiner Cantreil: 
MC 49537 Sub. 4—Kew Gardens Storage Warehouse, Inc., Richiiong 
Hill, N. Y.. certificate to extend operations. 


February 18—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 179 and 52: 
MC 44609 Subs. 26 and 27—Mo. Pac. R. R. Co., St. Louis, Mo., cep 
tificate to extend operations. 


February 18—Middlesboro, Ky.—Fed. Bidg.—Jt. Bd. 363: 
MC 23348 Sub. 1—Delaware Powder Co., Inc., Pineville, Ky., permit 
to extend operations. 


February 18—Portland, Ore.—Multnomsah Hotel—Examiner Olentine: 
1. & S. M-2316—Fish liver oil between points in east and west. 
MC 10736 Sub. 2 EX—Tualatin Valley States, Inc., Portland, Ore., 
certificate of exemption. 
February 18—Springfieid, \I1.—Hotel Abraham Lincoln—Jt. Bd. 149 and 
Examiner Garofalo: 
MC 15317 Sub. 3—Illinois Transit Lines, Inc., Sprinfield, Ill., certif- 
cate to extend operations. 
MC 104781 Sub. 1—C. E. De Hart Transfer, Taylorville, Ill., certificate. 
February 18—St. Louis, Mo.—Coronado Hotel—Examiner Rice: 
* |, & S. 5284—Lime, Missouri to Baton Rouge, La. 
February 18—Washington, D. C.—Argument: 
28963—-Alabama intrastate fares 
29000—Kentucky intrastate fares. 
29037—-Tennessee intrastate fares. 
February 19—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 104797—I. B. I. Mountain Service, Brooklyn, N. Y., certificate. 
February 19—Kansas City, Mo.—Pickwick Hotel—Examiner Kephart: 
1. & S. M-2359—Restrictions in rates, Western and Central states. 
February 19—Portland, Ore.—Multnomah Hotel—Examiner Olentine: 
MC 7513 Sub. 2—Martin Bros. Transportation, Grants Pass, Ore., cer- 
tificate to extend operations. 


February 19—Springfield, !1l—Hotel Abraham Lincoln—Examiner Garo- 
falo: 
MC 43246 Sub. 4—Buske Lines, Inc., Litchfield, Ill., permit to extend 
operations. 


February 19—Washington, D. C.—Argument: 
29036—North Carolina Intrastate coach fares. 


February 21—Brooklyn, N. Y.—Hotel St. George—Examiner Cantrell: 
MC 16789—Dickerson Forwarding Lines Corp., New York, N. Y. 
MC 52594—Lee Freight Lines, Inc., New York, N. Y. 
February 21—Cincinnati, O.—Gibson Hotel—Jt. Bd. 60: 
MC 59206 Sub. 1—Holland Motor Express, Inc., Holland, Mich., cer- 
tificate to extend operations. 


February 21—Coeur d’Alene, Idaho—Fed. Blag.—Jt. Bd. 49: 
MC 104272—Ir.terlake Transporiation Co., Coeur d’Alene, Idaho, cer- 
tificate. 


February 21—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 
MC 70203 Sub. 15—Interstate Dispatch, Inc., Chicago, Ill., certificate 
to extend operations. 
February 21—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 105: 
MC 52629 Sub. 18—Huber & Huber Motor Express, Inc., Louisville, 
Ky., certificate to extend operations. 
MC 76436 Sub. 3—James A. Skaggs Transfer, Greensburg, Ky., cer 
tificate to extend operations. 
MC 38320 Sub. 3—McKinley-Nance Transfer Co., Inc., Campbellsville, 
Ky., certificate to extend operation. 
Feb. 21—Oklahoma City, Okla.—Skirvin Hotel—Examiner Borroughs: 
* MC 37922 Sub. 1—E. L. Miller Truck Line, Oklahoma City, Okla. 
February 21—Washington, D. C.—Com. Johnson and Examiner Berry: 
29006—Export rates to Pacific Coast ports. 
29023—Jessop Steel Co. vs. Abilene & Southern et al. 
February 21—Washington, D. C.—Argument: 
Finance 7833—Construction of line by Levisa River R. R. 
Finance 14356—Application of N. & W. for authority to construct an 
extension of its line in Pike County, Ky. 








AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. 
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* Connecting with Pen American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Buenos Aires, Argentina 
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Freight Cars on the Offensive 


In the war-year 1944, freight cars 
go on the offensive. There will be 
more of them, moving faster, carry- 
ing heavy loads of food, equipment, supplies, and 
the like to the boys at the fighting fronts where 
the real offensive spark is being generated. 


PEORIA-GATEWAY 


The fury of the offensive at the fighting fronts 
sets up a tempo for the wartime activities on the 
home fronts. And as far as railroad freight trans- 
portation is concerned, the Peoria Gateway— 
where cars are assembled, sorted, and reassem- 
bled, and then shot along their way to destination 
—this tempo is being maintained. P. & P. U. Ry. 
—an interchange railroad veteran of over sixty 
years—will continue as ever to cooperate with 
shippers and railroad men to speed final victory. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 


SWITCHING SERVICE BETWEEN 


Peoria & Pekin Union Ry.; Chieage, Rock Island & Paciffe Ry.; Chieage & North Western 
Ry.; Chicago & Ilinols Midland Ry.; Iilinols Terminal Raliroad Co.; Inland Waterways 
: Minneapolis & St. Louis Ry.: Alton Railroad: Atchison, Topeka & Santa Fe Ry.; 
illinois Central R. R.; Pennsylvania Railroad; Peorla Terminal R. R.; Chicago, Burlington 
& Quiney Rallread; New York, Chieago & St. Louls Railroad; Cleveland, Cinelnnati, 
Chieago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R 


"One of America’s Railroads—All United for Victory" 
Don't Forget to Buy Those War Bonds 











©The keynote of American progress is 
individual enterprise and initiative. As 
a nation, we plan ahead—not only for 
of the tomorrow but for the day after tomor- 
row. Thinking ‘‘ahead of the future’’ 
resulted, for example, in the building of 


Future the fleet of America’s first streamlined 


trains—the Union Pacific Streamliners. 


Far-sighted planning and individual enterprise have played 
a tremendous part in the growth of America. In 1859, 
Abraham Lincoln foresaw the vital need for a transconti- 
nental railroad that would unite the East with the West 
in peace and in war. Today, over the Strategic Middle 
Route of the Union Pacific Railroad speed hundreds of 
trainloads of troops, foods, and materials of war. Rail 
transportation makes it possible for America to carry on 
the fight for freedom. 
* * * 

Many thousands of Union Pacific employes are working— 
many thousands fighting—to keep alive the American 
tradition of equal opportunity for all; to insure a just 
reward in return for hard work, for enterprise and for 
faith in the nation’s future. 


A. J. SEITZ 
Gen’ Freight Traffic Mgr 
Union Pacific Railroad 
Omaha, Neb 


THE PROGRESSIVE 


UNION PACIFIC 
RAILROAD 





Digest of New Complaints 


No. 29077, Early & Daniel Co. 
Railway Co et al. 

Rates on 63 carloads of grain, reshipped from Cincinnati, O., to 
destinations in North Carolina, South Carolina, Georgia, Tennessee 
and Florida, in the period January, 1940, to July, 1943, inclusive, 
in violation of section 6, because of presentation of undercharge 
bills totaling $1,508.30, representing extra charges alleged to have 
accrued by reason of transit at Toledo, O. Asks cease and desist 
order, dismissal and cancellation of undercharge bills. (J. E. 
Kuntz, 1308 Chamber of Commerce Bldg., Cincinnati, O.) 
29078, Inland Waterways Corporation, operating Federal Barge 
Lines vs. Southern Railway Co. et al. 

Alleges that tariff provision subjecting stopping-in-transit priv- 
ilege to restriction that shipments of imported refined sugar will 
be subject to through all-rail carload rates, and making no pro- 
vision for applying differential barge-rail carload rates to ship- 
ments stopped in transit, is in violation of sections 1 and 3. 
Asks that proceeding be consolidated for hearing with I. and S. No. 
5281, Storage-in-Transit, Sugar in the South; for cease and desist 
order, and rates, rules and regulations in lieu of those assailed. 
(Luther M. Walter, 2106 Field Bldg., Chicago 3, IIl.) 

. 29079, Borden Co. and Borden’s Farm Products of New Jersey, 


Inc., New York, N. Y., vs. Arcade & Attica Railroad Corporation 
et al. 


Rates on milk, 
(Drew Field), Fla., 


, Cincinnati, O., vs. Chesapeake & Ohio 


in carloads, from Newark, N. J., to Tampa, 
shipped from March 29, 1943, to and including 


Classified der 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 aline, minimum 3 lines. Classified display —$1 5 a column inch.) 
time, 13 time, 26 time, and 52 time.Classified dis, discount rates - 








POSITION WANTED—Man, 45 yrs. old, 25 yrs.’ R. R. experience, 
12 yrs.’ entire charge Short Line Railroad. Knows all departments. 
Desires position Superintendent or Assistant on short line. Anywhere. 


Available at once. Best references. Box 194, Traffic World, Chicago 
address. 


POSITION WANTED—By chamber commerce traffic manager, 40, 
with industry, carrier, ass’n. or joint Secy.-T. M., Chamber of smaller 
industrial city. Expert all phases traffic; I. C. C. practitioner. Box 196, 
Traffic World, Chicago address. 

TRAFFIC MAN, experienced, grain and milling transit and tariffs, 
accurate with figures, also assist accounting records. State qualifica- 
tions, personal record, draft status, previous connections. Good oppor- 
tunity with growing industry. Box 197, Traffic World, Chicago address. 





WELL-KNOWN TRAFFIC MANAGER—24 years’ experience, in a 
position to represent select group of industrial firms in Chicago to 
handle complete traffic matters. Box 198, Traffic World, Chicago address. 


AIR TRANSPORT COURSE. 13 weeks using actual tariffs, codes. 
routes, maps, schedules. Passenger, express, cargo. New, authentic. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 





CARS FOR SALE 
Need Cars for Coal, Coke, Ballast, Etc.? 


The following list has 767 such cars! 


150—Hopper, Double, 50-Ton 
40—Hopper, Side-Discharge, 50-Ton 
10—Koppel, Side-Discharge, 24-Yd., 30-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
25—Ballast, Composite, 50-Ton 
150—Box, 36-Ft., 40-Ton; Steel Ends 
5—Dump, Magor, Automatic, 25-Yd., 50-Ton 
6—Dump, Western, Automatic, 27-Yd., 50-Ton 
2—Dump, Western, Automatic, 20-Yd., 40-Ton 
25—Flat, 40-Ft., 40-Ton 
55—Gondola, Composite, 36-Ft. and 40-Ft., 
150—Tank, 8000-Gallon, 40-Ton and 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING containing IRON or STEEL" 


40-Ton 


TRAFFIC WORLD 


May 2, 1943; from Newark to St. Petersburg, Fla., shipped !rom 
March 29, 1943, to and including April 25, 1943; and from Newark 
to Walthourville (Camp Stewart), Ga., beginning April 30, ‘943 
and still being made, in violation of section 1. Asks cease ang 
desist order, rates, and reparation. 


. 29080, Ralph Myers, Foster Myers, Clyde Goen, dba Myers, Myers 
& Goen, Salem, Ind., vs. Chicago, Rock Island & Pacific Rai!way 
Co. (Joseph B. Fleming and Aaron Colnon, trustees). 
Demurrage charges on 48 carloads of sand, from Fort Smith to 
Waveland, Ark., between October 29, 1941, and January 5, 1942 
in violation of section 1. Ask hearing at Louisville, Ky., anq 
damages of $1,113.20. 


. 29081, Ecusta Paper Corporation, Pisgah Forest 
Railroad Co. et al. 


Rates on numerous carloads of flax straw, partially decorticated, 
in bales, in carloads, shipped in the period beginning two years 
prior to date of filing of complaint, from points in Minnesota and/or 
North Dakota, in violation of section 1. Asks cease and desist 
order, rates and reparation. (Charles V. Hanlon, 140 Cedar $&t,, 
New York 6, N. Y.) 


, ™. €., ve. Alten 
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FRISCO FASTER FREIGHT 


ST.LOUIS-SAN FRANCISCO RY. 


A GREAT RAILROAD 


——— 


Yes, We Have No Bananas 


In pre-war days, half of the American Merchant Marine was 
engaged in coastal and inter-coastal trade . . . linking all of 
the Americas together. Today these ships and men, of which 
Pope & Talbot-McCormick is a vital part, are creditably com- 
pleting the job of getting supplies to every battle front. 
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Our Strength 


No nation ever approached the almost un- 
believable production of American industry 
since this country has been at war. And no 
transportation system anywhere ever carried 


the volume of traffic moved by the American 
railroads. 


Our combined unparalleled achievement is 
no overnight miracle. It stems from the love of 
liberty of our forefathers, who fought and died 
to establish a new design for living—the Amer- 
ican way of freedom. 


The keystone of this design is the God-given 
right of every individual, business and industry 
to venture, and to progress. Everything we 
have—our great industries, our railroads, our 
high standard of living ... our strength... are 


ONE OF AMERICA’S RAILROADS 


the fruits of individual initiative and free 
enterprise. 


What about the future? If we are to win that 
hoped and prayed-for Victory in 1944 or 1945, 
if we are to win the Peace, the individual and 
industry must be allowed to go forward without 
shackles and regimentation. 


The flower of this land is fighting and dying 
on the battle fronts to preserve the American 
way of life. What shall we have to offer those 
who come back? A country where government 
is the master? Or the America of opportunity 


and free enterprise — where government is the 
servant? 


If we lose this fight at home, we destroy all 
for which they fight. 


NORFOLK and WESTERN Xecéicay 


. xbUl UNITED FOR VICTORY! 


BACK THE ATTACK—-BUY EXTRA WAR BONDS 








It has taken some doing to handle the war load 
thrust upon the railroads — more than twice as much 
freight and nearly four times as much passenger 
traffic as in ordinary times. 


And, because of other war needs for materials, it 
has had to be done with very little additional equip- 
ment. 


But with the good sportsmanship of travelers and 
the surpassing aid of shippers the job is being done. 


Doing it, though, demands that the railroads 
use every piece of serviceable equipment or 
equipment which can be made serviceable. And 



















so they’ve got everything working now to do the job 
that must be done now. 


But there’s still a job ahead — first and foremost, 
a growing war job, and after that the work of 
making these railroads ready for the service of the 
America of the future. 


That's why the railroads are not only working but 
are studying so as to keep ahead of their appointed 
tasks — to meet the nation’s war needs now, and 
later to provide for peacetime America the 
finest transportation that experience, plus 
modern materials and science, can devise. 


ASSOCIATION OF 


AMERICAN RAILROADS 


ALL UNITED FOR VICTORY 


